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From coast to coast, through- i, 
out the United States and Canada, ALLIED VAN 
LINES has planned and executed moves involv- 
ing every problem ever likely to arise. This valu- 
able experience... plus ALLIED’S well seasoned 
personnel and fine modern equipment is your 
assurance of a smooth, efficient move. For that 


next long-distance move, call ALLIED and be sure. 


The name of your 
local ALLIED agent is 
listed in the Classified 
telephone directory. 
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Readjustments are upon us in droves. Primarily they call for conversion 
of plant facilities to civilian goods—rebuilding sales organizations—-and 
speeding up distribution to keep pace with manufacture and sales. 

We can’t make or sell your goods. We can give you in Chicago— 
Kansas City and Los Angeles a type of service which makes branch houses 
at those points unnecessary. 

May we suggest that you look into this streamlined distribution plan— 
modern warehousing multiplied by men who know how to apply it to } 
” your special requirements. : 

om Many of our customers have speeded up the flow of products and 
slashed the cost of privately owned or leased branch operations by using 


Crooks Terminal Warehouse services—"All Branch House Operations Except 
Selling.” 






























Our Post-War Planning Division is ready and eager to tackle your 
problems. May we have an outline of what you need? 
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LOOKING UP THE “TRACKS 


To Demobviliz ation To you returning Veterans we feel the same urgent re- 
sponsibility for getting you Home as we did for getting you to the 
Front. There are inspiration and satisfaction in the happy ending of a 
job that only yesterday had nothing but the grimmest aspects. Count 
on us to keep the supply lines open and to serve you faithfully. 





To Reconversion Industry we say it is our purpose to gear our operations 
with yours, in order to smooth and shorten the route to Reconversion 
and Peacetime Commerce. We will provide the type of transportation 
required by manufacturers for the prompt delivery of needed raw 
material and for the economic distribution of finished goods. 





To Mod erm ization To Travelers, as soon as demobilization permits, we pledge 

a full and quick transition of passenger service—tuned to the times 

and to the traditions of The Milwaukee Road... To old friends, 

who at times relinquished their privilege to travel in their accustomed 

style, we convey our gratitude for their patience and understanding 
. Good days of comfort and hospitality for all Milwaukee Road | 

patrons are ahead. | 





The Milwaukee Road looks forward to being unceasingly busy in 
performing these jobs. A long-term program of development and 
modernization of plant and facilities is being carried forward. Later 
plans, now in the making, will be progressively unfolded. 





Look up the track! The signals say “All clear!” Let’s go! 


THE MILWAUKEE KoaD 
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And then, there’s the old story about 
the farmer: ‘“‘When I say scat! By golly, 
I mean scat!” He got immediate action 
because he had prepared for it—he had 
cut two holes in the cabin door. So it is 
on the Norfolk and Western Railway. 
When there’s freight to be moved in a 
hurry —this railway is prepared for it. 
When the word is given, it moves, now, 
and promptly to destination. 

This quick action for shippers and re- 
ceivers of freight is the result of “know 
how.” plus facilities and equipment which 
are maintained always in top-notch con- 
dition. When your freight is consigned to 
the Norfolk and Western you can rest 
assured that it will move speedily, effi- 
ciently and safely —over N. & W.’s double 
track of heavy-duty steel rails laid on 
deep, well-graded stone ballast—a smooth 
roadbed that is second to none. 

Specify the Norfolk and Western, for 
quick action on your freight shipments. 
and watch the results. 


RAILWAY 


PRECIS10ON TRANSPORTATION 
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e@ Most likely, you have run across 
errors of a similar nature—a hurried 
glance, the pencil mistaking the posi- 
tion of the 8 and 3. Errors that mean 
a costly checking and re-checking to 
find the cause later on—a job that 
costs in time and money. 


Yet such errors are needless—can 
easily be eliminated by the use of the 
right forms. Forms that allow one per- 
son at one time to write all the needed 
copies—forms with fresh interleaved 
carbons that assure instant readabil- 
ity—forms such as those Uarco 


UNITED AUTOGRAPHIC 
Chicago, Cleveland, Oakland e« 


yaa, POLPROMED 


brings to the business world. 


Creating better forms is Uarco’s 
business— scientifically designing 
forms that keep business procedure 
moving smoothly— prefabricating 
paper and carbons into forms that 
mean time and money saved. 


Have a Uarco representative call on 
you today. It will cost you nothing 
and may well result in cutting the 
number of errors in your business rec- 
ords. Or for detailed information— 
write us today. 


REGISTER COMPANY 
Offices in All Principal Cities 


SINGLE SET 
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For CHMTANCE;! The Varco E-Z- 


Out forms are one of many types of 
time-saving and error-cutting business 
forms. For use in typewriter or for 
handwritten forms, they have carbons 
interleaved and come ready aligned. 
Up to as many as 20 copies can easily 
be made by typewriter or 5 by 
hand. Write for complete information. 


FORMS * HANDWRITTEN TYPEWRITTEN + BUSINESS MACHINE RECORDS 


BETTER BUSINESS FORMS 
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Postwar Jobs—Wrapped Up in Paper! 


ITH VICTORY, servicemen and war 

workers alike are going to need 
jobs. How many there will be, no one 
can say. But this much is known: 


Business management is already lay- 
ing plans to mect as quickly as possible 
the demand for goods that will exist 
when the war ends—and doing this will 
make jobs by the thousands. 


Take the paper industry. Not only 
will paperboard, for packing and ship- 
ping postwar products, be needed by 
the thousands of tons, but new uses for 
paper—grown out of war discoveries— 
will increase that demaad many times. 


Imagine plasticized paper, for ex- 
ample, so tough that roofing tiles can be 
made of it. Imagine it so sturdy that it 
can be built into light-weight furniture. 
Imagine paper so soft, yet so resistant 
to tearing, that sheets and pillowcases 
for hospital use can be made of it. 


These, and many other exciting new 
uses, will increase the demand for paper 
—and demand for goods makes jobs. 


The paper industry is only one of 
many along the Chesapeake and Ohio, 
the Nickel Plate, and the Pere Mar- 
quette, that are planning now for post- 
war employment. 


If you have a war job, stay on it—there’ll be lots of opportunities after Victory! 


After the war, there will be lots of op- 
portunities. So, if you are on a war job, 
stay on it until Uncle Sam says it’s fin- 
ished. Victory must come first. 


A Report on the Prospects 
for Postwar Employment 
In The Industries Served by 


Chesapeake & Ohio 
Lines 


Cleveland 


CHESAPEAKE AND OHIO RAILWAY 
NICKEL PLATE ROAD 
PERE MARQUETTE RAILWAY 
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Reconversion by 


Although only a little over three weeks have 

passed since the evening of August 14, when Presi- 
dent Truman announced over the radio to an excited 
nation that Japan had accepted the terms of uncondi- 
tional surrender, the time seems sufficient to indicate 
that much of the apprehension about the economic dis- 
location likely to result from industrial reconversion 
was not well founded. 

Billions of dollars worth of war contracts were 
cancelled immediately, and hundreds of thousands of 
workers have already made their final exits from closed 
war plants. To the naked eye, however, there have 
been no startling repercussions. Undoubtedly industry 
will not, in the near future, absorb all of the workers 
from war industry; but, equally undoubtedly, there will 
be many of them who will not need to be absorbed. 

Boys and girls who forsook education in the middle 
of their high-school courses to accumulate a few of the 
easy dollars to be acquired in war plants have already 
reconsidered in great numbers, and have resumed their 
daily trips to classrooms. 

Many of the women who really were motivated by 
patriotic fervor and who put in long hours on assembly 
lines and at inspection benches at considerable sacrifice, 
are gladly returning to their tasks as housewives. 

Older workers, who interrupted well-earned retire- 
ments to do their part in the great war effort, are glad 
to go back to their deserved leisure. Other thousands 
who reached the age at which they normally would 
have retired, but who continued on the job because 
their experience and effort were needed, can now hang 
up their aprons and tools for good and all. 

The total of these will reduce the task of industry 
in providing jobs for all who want and need them. 
Along with the industrial reconversion they will bring 
about the social reconversion that will serve to make 
the picture of American living something like it was 
before that Sunday afternoon in December, 1941, when 
word from Pearl Harbor shook us all out of our normal 
ways. 

Of course, it is too early to be optimistic about the 
ability of industry to keep busy everyone who wants to 
be. Only a trickle of the millions in the armed forces 
who will shortly be hammering at the doors of shops 
and offices, demanding steady work at living wages, has 
as yet been returned to civil life. 

Nevertheless, as of today, the picture is not too 


599 





SEPTEMBER 8, 1945 


“Unwinding’ 


dark. There are many large industries hiring people to- 
day. When the mechanical job of reconversion is com- 
plete—the retooling and the alteration of war plants 
to fit them for the manufacture of civilian goods—other 
industries will be seeking large numbers of workers. 

Perhaps the goal of 60,000,000 jobs—which was, 
after all, a political goal—will not be reached; but there 
is nothing in the picture to indicate that so many jobs 
will be needed. Some reeducation as to what constitutes 
a job will probably have to be performed. 

Some war workers have become convinced that 
skill in the technique of the industrial strike is the chief 
prerequisite of the smart employe. Others have become 
remarkably clever in holding down jobs with minimum 
effort. If there comes a day when the number of jobs 
and the number of available workers again reaches 
something like a balance, it will be those workers that 
will have a hard time finding jobs. 

It alters nothing to set up a dole, euphemistically 
called “unemployment insurance” or some other less 
harsh and less accurate term. The willing worker, on 
the job drawing wages, is always better off than the 
man on the dole. There are mighty few of him who will 
trade an opportunity for useful work at fair pay for a 
limited dole for a limited time from a reluctant govern- 
ment. 


HESE THINGS, however, are all more or less specu- 

lative at this early day. There is, however, one worry 
that can be completely kicked out of the window, even 
now, and it applies particularly to transportation. 

Transportation was under pretty strict control in 
the war period—probably as strict as any industry. 
Every time one of those controls was applied, even 
those who admitted it was necessary under the cir- 
cumstances, shuddered a little at the thought that a 
bureaucratic government would be reluctant to let 
go of it when the necessity faded. 

Well, certainly, whatever misgivings we may still 
have about the evolution from war to peace, that one 
should be gone entirely. The words of the President 
over the radio the evening of August 14 had hardly 
ceased echoing when the Office of Defense Transporta- 
tion and the Commission began cancelling general 
orders and service orders and returning to the man- 
agers of transportation their control over their own 
affairs. 
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QUEEN of REST AND HYGIENE MATTRESSES AND Boy SPRINGS 


Of their GMC truck and Fruehauf Trailer, Riverside say: “We are very 
sorry we did not use this type of delivery service several years ago.” 


ORIGINALLY, Riverside Bedding Company, of Moultrie, Geor- 
gia, handled their shipments by rail. They lost business—both 
INCREASED 


cana y to competitors who had better rail facilities and to those who 
shipped by truck. 


They switched to truck operation and experienced a decided 
growth in their business. 


Then, recently, they added a Fruehauf Trailer—and hauling 
. costs went down 25%. 
HAULING L 


cosTs 


More important, the small truck and Fruehauf Trailer carries 
DOWN 25% 


40 more mattresses per load than the big, long-wheelbase truck 
they formerly used—more customers served per trip. 


As O. F. Adams, secretary of the company puts it, “There 


E= would have been many advantages for us and our customers 
40 MORE if we had purchased such a Trailer long before now.” 
MATTRESSES ~<_ ‘ 
PER LOAD , Have you challenged your haulage set-up lately? There’s 
) a Fruehauf transportation engineer in your vicinity who will 


be glad to work with you. No obligation, just ask him to call. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY e DETROIT 32 


Service in Principal Cities 


FRUEHACF Nas) TRAILERS 


‘ENGINEERED TRANSPORTATION “’ 
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Director Johnson made it clear that, whatever 
might be done in the offices of other war agencies, the 
O.D.T. was going to “unwind” promptly. The figure of 
speech was characteristic of the man. 

On August 16, for instance, the whole structure 
under which commercial motor vehicles were able to 
operate only under O.D.T.-issued certificates of war 
necessity, was abandoned. We can imagine the sighs 
of relief by which this release from control was greeted 
in the highway carrier industry and by commercial 
haulers of all kinds. 


HEN THE ORDER setting up the system was pro- 

mulgated, nearly three years ago, industry was in- 
credulous. It wouldn’t work, was the feeling, and even 
the attempt to put it in effect would require an army 
of workers and tons of paper records. Well, it worked, 
even though something like a small army was needed 
and the records consumed many tons of paper indeed. 
But it did the job. All the while, however, those who 
had to work under the system looked forward to the 
day when it might safely be abandoned. Few expected 
it to be abandoned so promptly. 

The rescinding of that order and many another in 
the days immediately following August 14 gave the 
first glowing index that government war controls in 
transportation were going to be abandoned promptly. 
The record of the O.D.T. is the best of all war agencies 
in that respect. It matches its splendid record of per- 
formance. 

We do not know, as of the moment, what propor- 
tion of controls by the O.D.T. and the Commission have 
been abandoned and what proportion remains in effect. 
We know enough about the manner in which the two 
bodies have gone about it to rescind controls to feel 
that those that are left will not be continued any longer 
than necessary. 

The Army, the Navy, the railroads and others have 
warned against expecting too rapid dissipation of trans- 
portation congestion. Nevertheless, in its actions free- 
ing the railroads from many passenger controls, aban- 
doning its. control over local transportation, and in many 
other ways, the O.D.T. has indicated that it intends to 
lean over backwards on the score. 

Shippers have already noted an easing in the car 
supply situation and the car service division of the 
Association of American Railroads has said that it 
wants attention to its rules, particularly those requiring 
the return of cars to roads of home ownership, in the 
“traffic lull’? following the end of the war with Japan. 

We have said that the O.D.T.’s action in prompt 
abandonment of many controls matches its war record. 
Someday the record of its war accomplishments will be 
fully written. Those connected with transportation 
know from the results the value of its work without 
reference to the records and to statistics. 

The remarkable thing is that the O.D.T. was able 
to do all this without ill-will on the part of those whose 
job it was to control. Of course, there were times when 
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the railroads, the truckers, the local transportation peo- 
ple and, above all, the shippers felt the weight of its re- 
quirements and questioned the wisdom—even the jus- 
tice—of some of its orders. 

Generally, regardless of what the feeling was about 
the specific order, those involved pitched in and did 
their best to obey. The significant fact is that, now that 
the job is done, no one looks back on the reign of the 
O.D.T. with a scintilla of bad feeling. 

There are a lot of men in high places in govern- 
mental war agencies these days who are wondering 
what is going to happen to them personally. Some of 
them came out of industry to take on the jobs of con- 
trolling those industries and they now are apprehensive 
lest the industry won’t want them back. 

Director Johnson, of the O.D.T., is a shining ex- 
ception. He had to be firm and hard. At times, no 
doubt, the weight of his responsibility caused him to 
do and say things hastily or unwisely—although if 
there were such instances, they were so few that, at 
the moment none rises to memory. Despite that, how- 
ever, he carries today the practically unanimous good- 
will of all those who produce and use transportation. 
He has come through the difficult assignment with in- 
creased stature and higher in the respect of those with 
whom he dealt than he was when he took on the job. 

Aside from the inherent difficulties of the job, Di- 
rector Johnson had the added disadvantage of succeed- 
ing a man universally loved and admired. Whatever 
else anyone thought of him the day he was appointed to 
take over Mr. Eastman’s job, there was no one any- 
where to argue that he could do it half as well. 


HERE IS NO POINT in drawing comparisons. In- 

deed, there is no room for a comparison because who, 
among humans, is able to say with confidence, how a 
thing might have worked out under other circum- 
stances. No one held Mr. Eastman in greater esteem 
than we did. We admit to a feeling of uncertainty when 
Mr. Johnson was appointed to take his place. Perhaps, 
in spite of the good job Mr. Johnson has done, Mr. 
Eastman might have done it better. Such speculations 
are idle. 


What is important, is that Mr. Johnson has done 
a good job, a workmanlike job, and that he has come 
through it untainted by the virus of most heads of 
bureaus—the desire to hang on to his importance and 
his powers as long as possible. He is “unwinding” at a 
rapid pace. He is matching his good job of hanging on 
with a good job of letting go. He deserves a salute. 


0. D. T.-M. C. APPROPRIATION CUTS 


President Truman, September 5, recommended to Congress 
“recissions” in war-related appropriations for the fiscal year 
ending June 30, 1946, including reductions in appropriations 
for the Office of Defense Transportation and the Maritime Com- 
mission. 

The President recommended that the appropriation of $7,- 
350,000 for O. D. T. for the fiscal year be cut back $3,075,000. 

Rescissions recommended for ship construction under the 
Maritime Commission amounted to $496,500,000 in appropria- 
tions and $190,000,000 in contract authorizations. 
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Government Reorganization 


Opposition to exemption from proposed government reor- 
ganization legislation of such agencies as the Interstate Com- 
merce Commission was expressed this week by Harold D. 
Smith, director of the Bureau of the Budget, and Lindsay C. 
Warren, Comptroller General of the United States, in testi- 
mony before the House committee on expenditures in the 
executive departments, on H. R. 3325, the bill introduced 
May 26 by Representative Manasco, of Alabama, chairman: of 
the committee. 

The Manasco bill, in contrast to S. 1120, the bill introduced 
June 7 by Senator Overton for Senator McCarran, of Nevada, 
provides for exemption from the bill of a number of federal 
agencies, including the Commission. The McCarran bill, on 
which the subcommittee of the Senate judiciary committee to 
which the bill was referred also began hearings this week, 
would give effect to the recommendations made by President 
Truman in his reorganization message of May 24 (see Traffic 
World, May 26, p. 1397). 


The President asked for “broad and flexible’ legislation 
and that no agency of the executive branch be exempted from 
the scope of the legislation. Some feel that the President, 
having become familiar with the operations of the Commission 
as a member of the Senzete interstate commerce committee, 
would not disturb the status of the Commission as an independ- 
ent regulatory agency even though a bill giving him authority 
to do so would be enacted. 


One of the principal arguments made against excepting 
this or that agency is that if some exceptions are made, it will 
be difficult to draw a line between what agencies should be 
included and what agencies should not be included, and that 
the choice ought to be left to the President, subject to the 
approval of Congress. Under either the McCarran or Manasco 
bills, the fight against any reorganization proposed by the 
President could be carried to Congress. 


An indication of what may be done under a reorganization 
law without disturbing the fundamental independence of the 
Commission as a regulatory agency, was seen in remarks of 
Comptroller General Warren who gave as an example of the 
need for government reorganization that there were 75 bureaus, 
divisions and agencies in the federal setup that had something 
to do with transportation. Some businesslike centralization 
of the activities of these bureaus, etc., said he, was necessary 
to protect the interests of the government as a shipper to 
the end that it would obtain fair rates and charges. 


The Comptroller General did not flatly say that no 
agency ought to be excluded from reorganization proposals but 
he opposed “wholesale exemptions” in the law which he said 
would make reorganization ineffective. He said his agency, 
the General Accounting Office, was exempted. in the pending 
bills because that office was particularly and solely the agency 
of Congress and not a part of the executive establishment. 


Budget Director’s Views 


Budget Director Smith opposed the provisions of H. R. 
3325 excluding 21 agencies—including the Commission—and 
their functions from the bill, saying: 


The group includes various administrative agencies which come 
under the jurisdiction of heads of departments or heads of other agen- 
cies. Largely, however, these agencies constitute what someone has 
referred to as a ‘‘headless fourth branch of the government’’—the vari- 
ous independent commissions. 


An agency does not require complete independence merely because 
it performs a regulatory or adjudicative function; nor is it conclusive 
that the work of such an agency will be performed most advantageously 
under a status of independence. On the contrary, it is necessary that 
the government have a well-rounded program and policy in each func- 
tional field and that it be organized so that such a program and policy 
can be evolved and administered. If that necessitates combining ad- 
ministrative and regulatory functions in a department there is nothing 
to prevent an arrangement whereby programs and policies are evolved 
under the direction of the department head and the adjudication in in- 
dividual instances under those policies, is entrusted to a board which 
makes independent decisions. The proper course is to recognize that a 
part of the work of these agencies is of such character as to require 
peculiar arrangements for their proper administration. 

I do not mean to say that all, or even most, of these 21 agencies 
should be rearranged under reorganization plans. However, it is my 
view that sufficient reason does not exist for closing the door to doing 
those things which may now be necessary or which may later become 
necessary; that these 21 agencies constitute a very sizeable segment 
of the total federal government; that it would be quite impossible to 
achieve a reasonably satisfactory federal executive organization if these 
agencies are to be again insulated and placed beyond reach under a 
new act; that the President is quite as sensitive as you and I to what 
is appropriate and would quite certainly take into account, in preparing 
any plans for submission to the Congress, the peculiar requirements of 
particular functions; and that, finally, in any instance where the ar- 
rangement proposed by the President did not, in the view of Congress, 
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merit approval it would: only be necessary that the two Houses reject, 
by majority vote, the plan containing that proposed arrangement. 

Accordingly, I urge that the bill be revised to place the 21 agencies 
enumerated in the bill on the same basis as the rest of the federai 
establishment. 


Hearings End 


The hearings of the House committee were concluded the 
afternoon of September 5, only Director Smith and Comptroller 
General Warren having been heard. The committee decided i 
would not hear representatives of affected agencies or repre- 
sentatives of outside interests. It was explained that the com- 
mittee members felt they were informed as to the views on 
exemptions of agencies and that it was not necessary to go into 
that phase of the matter. 

Senator McCarran, chairman of the Senate judiciary com- 
mittee and of that committee’s subcommittee handling the pro- 
posed legislation in the Senate, said September 6, after Mr. 
Warren had been heard, that the subcommittee would hear rep- 
resentatives of organizations such as the National Industrial 
Traffic League which is opposed to the Commission being in- 
cluded in the reorganizing power that would be granted by the 
proposed legislation. The Association of Interstate Commerce 
Commission Practitioners asked for time to be heard by the 
Senate committee. 

“Committee prints” of a proposed report on S. 1120 and 
of a revision of that bill were made available September 6, at 
the committee’s offices with the explanation that the material 
had been prepared for the consideration of the committee and 
did not represent action taken by the committee. No change 
was proposed with respect to giving the President authority 
to propose reorganization of all federal agencies excepting the 
General Accounting Office. The proposed report was prepared 
for the subcommittee by the Legislative Reference Service of 
the Library of Congress. It contains a review of the proposed 
— and a history of government reorganizations, 1798- 


HONORS TO ARMY RAILWAY MEN 


Honors to individual officers and units engaged in railway 
service in the Army transportation corps in the European 
theater have recently been awarded. 

Lieut.-Col. George N. Slade, general superintendent in the 
second military railway service and former division superin- 
tendent for the Northern Pacific Railway in Montana, received 
the bronze star medal on June 19, in Belgium, for initiative and 
foresight in directing the movement of supplies by rail from the 
port of Cherbourg to forward supply depots. 

Col. Louis G. Jamison of Jersey City, N. J., a furloughed 
night freight trainmaster on the Pennsylvania Railroad’s New 
York division, recently received the bronze star medal for “‘in- 
geniously utilizing railway equipment and personnel to move 
supplies to the Third United States Army.” 

The Army transportation corps’ 755th railway shop bat- 
talion, sponsored by the Norfolk & Western Railway, received 
the meritorious service unit plaque for superior performance of 
duty in difficult tasks. The battalion commanding officer is 
Lieut.-Col. Miles G. Stevens of Somerset, Ky., a former employe 
of the Southern Railway System. 

Col. George J. Mulick, assistant to the general manager, 
second military railway service, and former general superin- 
tendent on the Union Pacific’s eastern division at Omaha, Neb., 
received the bronze star medal for ‘‘planning the efforts of all 
+ nam railway units both before and after the invasion of 

rance.” 


RAIL RADIO LICENSE RULING 


By its report No. 851, the Federal Communications Com- 
mission has waived operator license requirements for the 500,000 
railroad employes it said were expected eventually to us radio 
equipment. The action was taken, it said, to facilitate the use of 
radio for increased efficiency and safety in railroad operations. 

The commission, in lieu of its own examinations, approved 
a procedure whereby the applicants will be required to pass an 
examination conducted by railroad examiners as to the em- 
ploye’s knowledge of a set of rules prepared by the Association 
of American Railroads. 

The order of waiver (Order No. 126) obtained several 
conditions, including a requirement that adjustments to the 
transmitting apparatus must only be made by duly licensed 
operators. 


CHANGES IN DOCKETS 


Hearing in MC 105932, assigned for September 7, at Philadelphia, 
Pa., was postponed to September 24, at U. S. Ct., Philadelphia, Pa., 
before Examiner Cantrell. 

Hearing in Finance 14957, assigned for September 6, at Columbia, 
S. C., was cancelled and reassigned for October 1, at the Jefferson 
Hotel, Columbia, S. C., before Examiner Lyle. 

Hearing in MC 30156, Sub. 5, assigned September 7, at Cleveland, 
O., was postponed to a date to be fixed. 
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Newsprint to South and Southwest 


An application for fourth section relief that, if granted, 
would have resulted in increased rates on newsprint from 
eastern Canada origins to destinations in Texas and to other 
points in the southwest has been denied by the Commission, 
division 2, by its fourth section order No. 15372, issued in con- 
nection with a report in Fourth Section Application No. 21018, 
Newsprint Paper from Canada to the South. 

The application and amendments thereto were filed by 
Agent J. R. Peel, carriers parties to Canadian Pacific Railway 
Co.’s tariff I. C. C. No. E-2539, and Canadian National Rail- 
way’s tariff I. C. C. No. E-468, operating wholly or partly 
within the United States. 

Those railroads sought authority to establish and main- 
tain carload rates on newsprint paper from points in eastern 
Canada from which rates were published in the designated 
tariffs to destinations in southern territory without observing 
the long-and-short-haul provisions of section 4 of the act. The 
Commission explained in its report that the present rates from 
the Canadian origins (Grand’Mere and Dolbeau, Quebec, and 
points taking the same rates; St. Raymond and Beaupre, Que- 
bec, and Iroquois Falls, Ontario) applied in some instances 
over routes operating in part west of the Mississippi River and 
were subject, at intermediate points west of that river, to in- 
termediate rules as authorized by Rule 27 of tariff circular 
No. 20. 

“Applicants propose,” said the Commission, “to continue 
or to establish and maintain from these origins to certain desti- 
nations in southern territory over certain routes operating in 
part west of the Mississippi River, rates the same as are con- 
currently in effect over those routes, or routes operating en- 
tirely east of the Mississippi River, and to restrict the inter- 
mediate rule so as not to apply in determining rates to the 
west-side intermediate points, leaving higher combination rates 
to apply to such points. .. . 

“Departures would occur on circuitous routes at interme- 
diate destinations in southern Missouri, Arkansas, and Louisi- 
ana west of the Mississippi River. The provisions of section 4 
apply where the points of origin are in an adjacent foreign 
country and the intermediate points and the more-distant 
points of destination are in the United States.” 

The Commission set forth in its report the following ex- 
amples of how the proposal here before it would affect the 
rates: 


From Grand’Mere to New Orleans, La., the distance is 1,759 miles 
over the direct route ‘and it is 1,985 miles, 13 per cent longer, over lines 
of the Canadian Pacific Railway to Detroit, Mich., Wabash Railroad Co. 
to East St. Louis, Ill., Missouri Pacific Railroad Co. to Alexandria, La., 
and The Texas & Pacific Railway Co. beyond. A rate of 72 cents would 
be continued from Grand’Mere to New Orleans, and rates of 89 and 73 
cents would apply to Waggaman, La., and Delta, Mo., intermediate 
points on the circuitous route, 1,972 and 1,325 miles, respectively, from 
Grand’Mere. The 89-cent rate is the combination of the rate to New 
Orleans and the column-37% rate beyond; and the 73-cent rate is the 
combination on Thebes, Ill. 

From Grand’Mere to Birmingham, Ala., the distance is 1,431 miles 
over the direct route, and it is 1,727, 21 per cent longer, over the 
Canadian Pacific to Detroit, the Wabash to East St. Louis, and the 
line of the St. Louis-San Francisco Railway Co. beyond. A rate of 72 
cents, in effect over the direct route, is proposed to Birmingham over 
the circuitous route. Combination rates of 73 and 74 cents, made on 
Memphis, Tenn., and St. Louis, Mo., would apply to Marion, Ark., and 
Horine, Mo., intermediate points on the circuitous route, 1,465 and 1,206 
miles, respectively, from Grand’Mere. 


_ Southwestern railroads, the Commission said, participated 
in rates on classes and commodities generally from Official 
Territory to Southern Territory in connection with the rates on 
a level lower than maintained to intermediate points in the 
southwest. It added that the applicants here sought relief 
similar to that granted by certain fourth-section orders in con- 
nection with such rates (fourth-section orders Nos. 7542, 9600, 
12150, 8206, 9585 and 11178 as amended). It said the appli- 
cants desired such authority only until the effective days of 
various orders denying relief or the expiration date of various 
orders granting temporary relief, in connection with rates on 
paper and paper articles from, to, or between points in the 
southwest (including fourth-section orders Nos. 9500, 12123 and 
11769). The effective dates or expiration dates of these orders 
had been postponed from time to time and were now scheduled 





to become effective or to expire February 25, 1946, the Com- 
mission observed. 

“Applicants contend,’ the Commission continued, “that 
the existing rates to proposed higher-rated intermediate points 
west of the river are unreasonably low in relation to rates 
from the same origins to other destinations west of the Mis- 
sissippi River and from producing points in New England and 
upper New York state to the same and other destinat'ons; that, 
if continued, they will endanger the rate adjustment from and 
to other points and that rates to the southwest which would 
result from their proposal would be reasonable and in proper 
alignment with rates from New England and New York.” 

After observing that the present rates from Grand’Mere 
to Dallas, Houston and San Antonio, Tex., “probably the most 
important consuming points of newsprint in the southwest,” 
were 92, 94 and 100 cents, respectively, and that the rates that 
would result from the applicants’ proposal would be $1.09, 
$1.13 and $1.13 from Grand’Mere to Dallas, Houston and San 
Antonio, respectively, the Commission referred to a report by 
division 2 in Rates on Paper to and Between Points in South- 
west, 241 I. C. C. 717. It said that in that report division 2, 
considering a proposal of railroads to cancel commodity rates 
on paper from origins in W. T. L., Official and Southern terri- 
tories to restinations in the southwest, and to establish in lieu 
thereof rates made fixed percentages of the first-class rates 
contemporaneously in effect, ordered cancelation of the pro- 
posed schedules and suggested that the carriers study and 
examiners’ proposal that rates on newsprint from Official Ter- 
ritory to the Southwest be made not in excess of 25 per cent 
of the first-class rates “under the K-2 scale prescribed in the 
southeastern class rate division.” 

“For the distances from Grand’Mere to Dallas, Houston 
and San Antonio,” the Commission said, “rates on the basis 
of the K-2 scale would be 87, 91 and 95 cents, respectively.” 

It said that the rates from eastern Canada were not con- 
sidered in the cited proceeding (241 I. C. C. 717), but that the 
interveners in the instant case—certain newsprint producers 
in eastern Canada and the Bowater Paper Co., Inc., of New 
York City—contended, in view of that decision, that joint 
through rates lower than the existing rates should be estab- 
lished from those origins to the southwest. 

“There is affirmative evidence of record,’ the Commission 
concluded, “tending to show that the rate structure proposed 
to destinations in southwestern territory for that portion of the 
transportation that is within the United States would be un- 
reasonable and otherwise unlawful. Applicants have failed to 
rebut this prima facie showing of unlawfulness. Upon this 
record we conclude that the relief prayed has not been justi- 
fied. An order denying relief will therefore be entered.” 


Pitch and Tar, Official Territory 


By a report in Fourth Section Application No. 19678, Pitch 
and Tar in Official Territory, embracing also Fourth Section 
Application No. 20180, and by Fourth Section Order No. 15374 
and fifty-first supplemental Fourth Section Order No. 11752, 
the Commission, division 2, has granted authority, on conditions, 
to establish and maintain domestic rates on pitch and tar, in 
carloads, between points in official territory, without observing 
the long-and-short-haul provision of section 4 of the interstate 
commerce act. 

The division also granted authority, on conditions, to estab- 
lish and maintain import rates on like traffic from Albany and 
Rensselaer, N. Y., to destinations in central and extended zone 
“C” territories, without observing the long-and-short-haul pro- 
vision. 

On the facts of record and subject to conditions and limita- 
tions prescribed, said the division, it found that the proposed 
rates would be reasonably compensatory and that the relief 
as provided was justified. It continued: 


Applicants will be authorized to establish and maintain over their 
existing routes, for the transportation of pitch and tar... in carloads, 
also on other articles of a similar nature having a petroleum or coal 
base, and of similar values and transportation characteristics, on which 
the same bases of rates may be established: (1) On domestic traffic; 
(a) from eastern trunk-line origins named ... , and from unnamed 


points intermediate thereto from which rates from the named points 
will be observed under a rule as authorized by rule 27 of tariff circular 
No. 20, to destinations in central and extended zone ‘‘C’”’ territories; 
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(b) within and between points in border, Niagara frontier, and Johns- 
town-Connellsville territories . .. ; (c) within and between points in 
central and extended zone ‘‘C’’ territories, and (d) between points in 
central and extended zone ‘‘C’’ territories, on the one hand, and points 
in border, Niagara frontier, and Johnstown-Connellsville territories, on 
the other, the lowest rates that may be constructed over any line or 
route from and to the same points, on the bases and in the manner de- 
scribed. .. ; (2) on import traffic from Albany and Rensselaer to points 
in central and extended zone ‘‘C’’ territories, the lowest rates on like 
commodities that may be constructed on the basis described from Phila- 
delphia to the same destinations, and to maintain higher rates from, to, 
and between intermediate points; provided, that rates from, to, or be- 
tween higher-rated intermediate points shall not exceed rates from or 
to more distant points by more than the difference between the class 
22.5 rates from or to the intermediate points, on the one hand, and the 
more distant points, on the other, except that on import traffic from 
Albany and Rensselaer, shall not exceed rates from Philadelphia to the 
same destinations; and that rates from and to any higher-rated inter- 
mediate points shall not in any instance exceed the lowest combination 
of rates subject to the act; provided further, that nothing herein shall 
be construed as authorizing domestic rates from any intermediate pro- 
ducing or shipping point in eastern trunk-line territory to any destina- 
tion in central or extended zone ‘‘C’’ territories considered herein, which 
would exceed rates on like traffic constructed on the basis used in the 
construction of rates to the same destinations from the more distant 
eastern producing or shipping points considered herein; and provided 
further, that the relief granted herein shall not apply to circuitous lines 
or routes (1) where the distance over the short-tariff line or route is 
150 miles or less and the longer line or route is more than 70 per cent 
circuitous; (2) where the distance over the short-tariff line or route ex- 
ceeds 150 miles, but does not exceed 1,000 miles, and the longer line 
or route is more than 50 per cent circuitous, except that where the dis- 
tance over the short-tariff line or route exceeds 150 miles and the dis- 
tance over the longer line or route does not exceed 255 miles, relief 
will apply to such longer line or route even though it is more than 50 
per cent circuitous; (3) where the distance over the short-tariff line or 
route exceeds 1,000 miles and the longer line or route is more than 
33-1/3 per cent circuitous, except that where the distance over the short- 
tariff line or route exceeds 1,000 miles and the distance over the longer 
line or route does not exceed 1,500 miles, relief will apply to such longer 
line or route even though it is more than 33-1/3 per cent circuitous. 


In complying with the circuity limitations the average dis- 
tances from points within the groups, or distances from and to 
key or base points within the groups, might be used in lieu 
of distances from and to individual points, said the division. 
It recited that the present rates on the commodities considered 
in the instant proceedings had been maintained under tempo- 
rary relief authorized by fourth-section order No. 11752. It said 
that with the establishment of rates on such commodities under 
the relief authorized in the proceedings, there would be no ne- 
cessity for the continuance of the temporary relief under order 
No. 11752, and that, accordingly, it would be rescinded as of 
December 28. 


Commissioner Splawn, dissenting in part, said: 


For the reasons stated in my separate expression in Asphalt to 
Trunk Line and Central Territories, (application No. 18900 et al.) 262 
I. C. C. 105, in lieu of the mileage circuity limitations imposed by the 
majority, I would limit the relief in the instant proceedings to routes 
which do not exceed in length the longest routes over which applicants 
have relief in the corresponding class rates from and to the same points. 


Riss Truck Rights at St. Louis 


A long-drawn-out contest between Riss & Co., Inc., of 
Kansas City, Mo., and certain protestants against its applica- 
tion for “grandfather” rights as a motor common carrier be- 
tween Chicago, Ill., and Denison, Tex., over the question 
whether service by Riss at St. Louis, Mo., as an intermediate 
point on the Chicago-Denison route should be granted, re- 
stricted, or denied, has been decided in favor of Riss in a re- 
port on reconsideration by the entire Commission in MC 200, 
Riss & Co., Inc., Common Carrier Application. 


The report bore a notation that Chairman Rogers and 
Commissioners Lee, Miller and Patterson dissented. 

In deciding that Riss & Co. was entitled to “grandfather” 
rights to serve St. Louis as an intermediate point, without re- 
striction, the Commission applied to the instant case the “lib- 
eral” principle it had adopted in Pierce Auto Freight Lines, 
Inc., Common Carrier Application, 30 M. C. C. 629, 632, saying 
that the facts in the Riss proceeding were similar to those in 
the Pierce Auto Freight case and that its finding in the latter 
case had been sustained in McCracken vs. United States, 47 F. 

~Sup. 444. 

The stormy course of the Riss & Co. effort to obtain un- 
restricted authority to serve St. Louis on its Chicago-Denison 
route was outlined by the Commission as follows: 


In the initial report, division 5 fcund applicant entitled to ‘‘grand- 
father’ rights to operate as a common carrier by motor vehicle of 
general commodities, except livestock, between Chicago and Denison, 
over a route as described in Appendix B of that report, serving St. 
Louis and certain other intermediate points. Authority to serve St. 
Louis, however, was limited so as to preclude applicant from originat- 
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ing any shipments at that point. Thereafter, upon petition of appli- 
cant, the proceeding was reopened for further hearing solely to deter- 
mine whether applicant was entitled to authority to serve St. Louis 
without restriction. In its report on further hearing, 43 M. C. C. 801 
the division found applicant entitled to such authority. Following th: 
issuance of this report, certain protestants petitioned for reconsidera 
tion with respect to service at St. Louis, which petition was granted 
In its report on reconsideraton . . . decided November 27, 1944, thx 
division reversed the findings in its report on further hearing, 43 M 
C. C. 801, and denied applicant the right to serve St. Louis as an inter 
mediate point on the Chicago-Denison route. Upon consideration oi 
applicant’s petition, by order entered March 5, 1945, we reopened th« 
proceeding for reconsideration on the present record solely to determine 
whether applicant should be authorized to serve St. Louis, without re- 
striction, in connection with its Chicago-Denison route. ... 


The Commission said no one questioned any of the facts 
set forth in the report by division 5 on reconsideration, con- 
cerning applicant’s service from St. Louis, and it cited from 
that report a statement, among others, that although Riss had 
actively solicited traffic from St. Louis to southwestern points 
since before the “grandfather” date and might have trans- 
ported certain of this traffic over the Chicago-Denison route, 
the record failed to establish that any shipments from St. Louis 
moved over such route prior to 1937. Division 5 added that the 
record did definitely establish, ‘on the contrary,” that prior to 
1937 the St. Louis traffic that Riss solicited was transported 
generally by other truck lines to Kansas City where it was 
interchanged with applicant for transport to ultimate destina- 
tion. 

“Applicant has transported shipments to St. Louis and has 
transported freight through St. Louis in connection with its 
operations generally,” said the entire Commission. ‘Further, 
it solicited shipments from St. Louis and has transported ship- 
ments from that point since at least some time in 1937. In the 
initial report, it was found entitled to “grandfather” rights to 
serve, as intermediate points on its Chicago-Denison route, 
Joplin and Springfield, Mo., points between Denison and Joplin, 
and those between St. Louis and Chicago, without restriction. 
We are of the view that applicant is entitled to “grandfather” 
rights to serve the intermediate point of St. Louis also without 
restriction. This conclusion seems necessary if a substantial 
parity is to be preserved as between applicant’s future opera- 
tions and its prior bona fide operations. Alton R. Co. vs. United 
States, 315 U. S. 15; United. States vs. Carolina Carriers Corp., 
315 U. S. 475.” 


NICKOLS WATER APPLICATION 


On hearing and reconsideration in W-522, Nickols Trans- 
portation Co. Common Carrier Application, the Commission, 
— 4, has affirmed its report on reconsideration; 250 I. C. C. 

Lo. 

The division said the record warranted the conclusion that 
Nickols Transportation Company’s operations between Stockton 
and San Francisco Bay points had been and were those of a 
common carrier. In other respects, it said, the prior findings 
were not questioned. 

The River Lines, protestant, said the division,. sought 
reconsideration and hearing, contending that Nickols’ operation 
between Stockton and points on San Francisco Bay should have 
_— limited to the transportation of grain, beans, peas, and 
entils. 

Citing Columbia Transp. Co. Contract Carrier Application, 
260 I. C. C. 135, the division said that in granting “grand- 
father” certificates to transport general commodities, it did 
not require proof that each and every commodity within that 
description actually had been carried. It was sufficient, con- 
tinued the division, if the facts showed that an applicant 
had transported a sufficiently representative number of com- 
modities to and from a sufficiently representative number of 
points to constitute a fulfillment of its holding out to act as a 
common carrier of commodities generally. 


SHEPARD TOWING OPERATIONS 


Effective August 28, the Commission, division 4, by an order 
in Finance No. 15021, Albert Bernert Purchase, directed that 
Albert Bernert be authorized to operate the properties of Lillian 
E. Shepard, executrix of the estate of Orin Shepard, deceased, 
doing business as Shepard Towing Co., under the operating 
rights of the latter, for a period not to exceed 180 days. 

The division said that operation of the properties by 
Mr. Bernert in connection with his own properties, pending 
determination of an application to purchase, would permit more 
efficient and economical operations and improve service. 

It said that Mr. Bernert and Lillian E. Shepard, executrix 
of the aforementioned estate, applied for authority to the 
former to purchase the properties and operating rights of the 
latter on the Willamette and Columbia Rivers as contained 
in W-422, and also for approval under section 311 (b) of the 
interstate commerce act of the temporary operation by the 
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former of the latter’s properties and operating rights (see 
Traffic World, Aug. 25, p. 485). 
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(An: asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 








Tank Car Demurrage 


No. 29207, Coast Sash & Door Co. vs. Northern Pacific 
Railway Co. By the Commission, Commissioner Miller. Com- 
plaint- dismissed. Demurrage charges applicable on a privately 
owned tank car held for unloading at Tacoma, Wash., found 
not shown to have been unreasonable or otherwise unlawful. 
The report said the complainant, a corporation manufacturing 
lumber products at Tacoma, Wash., alleged that demurrage 
charges of $184.80 collected on a privately owned tank car 
held for unloading on its private track at Tacoma, July 20 to 
September 2, 1942, were unjust and unreasonable. It said 
the complainant did not assail the lawfulness for the future 
the applicable amended demurrage rule and charges thereunder 
and that its allegation of unreasonableness was grounded on 
the contentions: (1) that the rule was established without suffi- 
cient notice to enable it to make other arrangements with 
respect to this shipment and thereby avoid the assessment of 
demurrage charges thereon, and (2) that cars then loaded 
and in the course of transportation, or actually delivered, should 
have been exempted from the rule’s provisions. The report 
averred it was well settled that demurrage charges were con- 
trolled by the tariffs in effect contemporaneously with the 
accrual of the demurrage services and therefore were subject 
to such changes as lawfully might be made in the applicable 
tariffs in the period of accrual. It referred to Morris Run Coal 
Mining Co. vs. New York, S. & W. R. Co., 253 I. C. C. 439, 
and cases cited. The report said demurrage rules and charges 
were generally uniform throughout the country, and they 
were necessary for adequate car service. It added that the 
purpose of the amended rule considered in the instant proceed- 
ing and its lawful establishment negatived the complainant’s 
contentions. 



































Cordage Oil 






Fourth Section Application No. 21153, Cordage Oil from 
Philadelphia District to New England. By division 2. Authority 
granted to applicants (the Central of New Jersey, the Lehigh 
& Hudson River, the New Haven, the Pennsylvania, Pennsyl- 
vania-Reading Seashore Lines, and Reading Co.), by fourth 
section order No. 15373, effective November 24, to establish 
and maintain, over routes over which the class rates are ap- 
plicable, a rate of not less than 22 cents a hundred pounds on 
cordage oil, in tank-car loads, minimum as per Rule 35 of the 
Official classification, from Paulsboro, N. J., Chester, Marcus 
Hook, and Philadelphia, Pa., to New Bedford and North 
Plymouth, Mass., without observing the long-and-short-haul 
provision of section 4, provided that rates from, to and between 
the higher-rated intermediate points be not increased except 
as authorized by the Commission, nor exceed the lowest com- 
bination of rates subject to the act. The Commission said the 
normal rate from and to the named points was 33 cents. Re- 
lief was sought on the ground of water competition. It said 
the 22-cent rate had been established from and to the named 
points in 1939 but had been canceled in 1943 “owing to the 
absence of movement thereunder.” 





























Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 









*MC 21479, Sub. 1, Sarah Edelstein, Benjamin Edelstein, 
and A. Irving Edelstein, Brooklyn, N. Y. Certificate granted. 
Household goods, between New York, N. Y., on the one hand, 
and, on the other, points in Del., Md., O., Va., and the District 
of Columbia, over irregular routes, through West Virginia for 
operating convenience when necessary. 


*MC 31659, Sub. 4, O. H. Nicholas Transfer and Storage 
Co., Butler, Pa. Certificate granted, Commissioner Lee con- 
curring. General commodities, with exceptions, between Butler 
and Universal, Pa., over a described route, serving specified 
intermediate and off-route points, subject to restrictions, in- 
cluding one that the service to be performed should be limited 
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to that which was auxiliary to, or supplemental of, the rail 
service of the Bessemer & Lake Erie railroad. 


COMMISSION ORDERS 

No. 28978 and Subs. 1 to 10, Geo. A. Hormel & Co., et al vs. A. T. 
& S. F., et al. Time for filing petitions for reconsideration extended 
to Septebmer 4, and time for filing of replies thereto extended to Sep- 
tember 23. 

MC-C 453, Ballard Motor Service, Inc., revocation of certificate. Re- 
opened for further hearing solely to determine whether there was com- 
pliance by respondent with order of May 14. Proceeding assigned for 
hearing at a time and place to be fixed. 

MC-C 454, William B. Loftus, revocation of certificate. Reopened 
for further hearing solely to determine whether there was compliance 
by respondent with order of May 14. Proceeding assigned for hearing 
at a time and place to be fixed. 

No. 29097, Semet-Solvay Co. vs. C. & O., and No. 29097, Sub. 1, 
Consolidation Coal Co. vs. Same. Order of June 1, further modified 
to become effective November 15, on not less than 30 days’ notice, 
instead of October 11. 

W-414, Ohio River Co., contract carrier application. Effective date 
of amended certificate and order of April 23, further postponed to 
October 22. 

W-41, Sub. 2 TA, Meseck Lines, Inc., temporary authority applica- 
tion, Bear Mountain. Application dismissed. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14964, Sioux Falls Stock Yards 
Company Lease, authorizing lease by the Sioux City Terminal Railway 
Company of property of the Sioux Falls Stock Yards Company used 
in the loading and unloading of live stock at Sioux Falls, S. D. 
Approved. 

Report and order in F. D. No. 14965, Union Stockyards Company 
of Fargo Lease, authorizing lease by the Stockyards Railway Com- 
pany of property of the Union Stockyards Company of Fargo used in 
the loading and unloading of live stock at West Fargo, N. D. Approved. 

Report and order.in F. D. No. 15013, Chicago & Eastern Illinois 
Railroad Company Equipment Trust Certificates, granting authority to 
assume obligation and liability in respect of not exceeding $1,440,000 
of Chicago & Eastern Illinois Railroad Company equipment-trust cer- 
tificates, series D, to be issued by the Old National Bank in Evans- 
ville, as trustee, and sold at 99.53 per cent of par and accrued dividends 
in connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 14776, Chesapeake & Ohio Railway 
Co. Purchase, authorizing purchase by the Chesapeake & Ohio Railway 
Co. of the properties of the Levisa River Railroad Co., on condition 
that before recording the acquisition of said properties in its books, the 
Chesapeake & Ohio Railway Co. shall first submit the related journal 
entries for approval by the Commission; and authorizing acquisition 
by Allegheny Corporation of control, through ownership of stock of 
the Chesapeake & Ohio Railway Co. of the properties of the Levisa 
River Railroad Co. Approved. 

Report and order in F. D. No. 14908, Potomac Edison Co. Stock, 
granting authority to issue not exceeding $6,378,400 of 4% per cent 
cumulative preferred stock, consisting of 63,784 shares of the par value 
of $100 a share, to be exchanged for a like amount of 7 per cent and 
6 per cent preferred stock now outstanding, provided that none of said 
stock shall be issued until the applicant has filed in this proceeding 
a copy of the requisite amendment of its charter, duly attested by 


proper public authority. Approved. (Commissioner Mahaffie not par- 
ticipating.) 


MOTOR FINANCE CASES 


MC F-2945, Julius L. Tucker (Trustee)—Control—Mercury Motor- 
ways. Application for authority under section 210a(b) of Julius L. 
Tucker, of South Bend, Ind., for temporary operation, through control 
and management, of the motor-carrier properties of Mercury Motorways, 
Inc., granted August 31. 

MC F-2950, Highway Express, Inc.—Purchase—Far-Go Truck Lines 
(Avery Blakeney, Receiver). Application for authority under section 
210a(b) of Highway Express, Inc., of Memphis, Tenn., for temporary 
operation of the motor-carrier rights of Far-Go Truck Lines (Avery 
Blakeney, Receiver), also of Memphis, granted August 31, with con- 
ditions. 

MC F-2764, J. Austgen—Purchase—Milwaukee Truck Service, Inc. 
Purchase by J. Austgen, doing business as Austgen Express & Storage 
Co., of Chicago Heights, Ill., of operating rights of Milwaukee Truck 


Service, Inc., of Chicago, Ill., approved and authorized, subject to 
condition. 


FINANCE APPLICATIONS 

MC F-2960, Kenneth C. Strauch, dba Delivery Service Co., Tacoma, 
Wash., asks authority to purchase operating rights of Clarence Okeson, 
dba Delivery Service Co., Tacoma, as a motor common carrier engaged 
in pickup and delivery service between points in Tacoma and within 
three miles thereof. 

MC F-2961, P. O. Stromberg, dba United Transfer & Storage Co., 
Hill, Mont., asks authority to purchase, for $3,500, operating rights of 
Consolidated Freightways, Inc., of Portland, Ore., as a motor common 
carrier between Great Falls and Havre, Mont., together with certain 
real estate of the latter at Havre. 

MC F-2963, John H. Farson, Ashland, Ky., asks authority to pur- 
chase from Reinhardt Transfer Co., Portsmouth, O., certain motor- 
carrier operating rights. 

MC F-2964, Kenosha Auto Transport Corporation, Kenosha, Wis., 
asks authority to acquire control of Western Auto Transports, Inc., 
Denver, Colo., through ownership of capital stock. 

MC F-2965, D. E. Baldwin, R. J. Fletcher, C. E. Baldwin, Elberta 
Clark, and C. S. Thomson, dba The Moab Garage Co., Moab, Utah, asks 
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authority to purchase certain motor-carrier operating rights of Ed 
Haines, dba Haines Motor Freight, Durango, Colo. 

MC F-2966, Pacific Intermountain Express Co., Salt Lake City, 
Utah, asks authority to purchase certain operating rights of Shippers 
Truck Terminal, Inc., St. Louis, Mo. 

MC F-2967, Pacific Greyhound Lines, San Francisco, Calif., asks 
authority to issue 50,000 shares of 4 per cent cumulative preferred stock 
to provide funds for redemption of present preferred stock. 

MF F-2968, Clanton Transportation Co., Inc., Oklahoma City, Okla., 
asks authority to purchase, and temporarily to operate, certain operat- 
ing rights of Lee Way Motor Freight, Inc., Oklahoma City. 

Finance No. 15039, Southern Railway Co. asks authority to. issue 
and sell $1,599,840 negotiable promissory notes, to be secured by con- 
ditional sale agreement with General Motors Corporation (electromotive 
division) covering purchase of six 4,000-horsepower diesel-electric road 
passenger locomotives. 

MC F-2962, D. G. & U. Truck Lines, Inc., Greenville, O., asks 
authority to lease for a period of two years the operating rights of 
Moie Cook, Mary G. Cook, Helen*M. Cook and Sol O. Cook, partners 
dba Kain’s Motor Service, Logansport, Ind., as a motor common carrier 
between Muncie and Anderson, Ind., as a rental of $66.67 a month. 
The applicant says that it has authority to transport general com- 
modities between Dayton, O., and Muncie, and that approval of the 
lease will enable it to transport, in through service to Anderson, 
shipments which it now must interchange at Muncie. 


PETITIONS FOR REHEARING, ETC. 

W 353, Barrett Line, Inc., contract carrier application. Union Barge 
Line Corp., intervener asks for further hearing in respect to charter 
rights claimed by Barrett Line, Inc. 

No. 29069, Swift & Co. vs. Alton et al., and related cases. 
plainants ask for rehearing, reargument, and reconsideration. 


Com- 


SIOUX CITY TERMINAL ABANDONMENT 


By an application docketed at the Commission as No. 15038, 
the Sioux City Terminal Railway Co., of Sioux City, Ia., has 
asked for authority to abandon operation and possession of its 
“railroad” properties at Butte, Mont., comprising stockyards 
docks, chutes, pens and 1,932.4 feet of industry spur track, all 
devoted to the loading and unloading of railroad-borne live 
stock received at or forwarded from the public stockyards at 
Butte. 

“The operations involved,” says the applicant, “are a part 
of a public stockyards facilities, established as an experiment 
in an entirely new territory in 1942. Anticipated live stock 
patronage has failed at any time to materialize as anticipated, 
and in volume necessary to maintain a public stockyards. The 
venture has been operated at a continuing loss at all times, and 
the owner of the public stockyards at Butte, Mont., the Sioux 
City Stock Yards Co., and applicant’s lessor, proposes to dis- 
continue its operation and dispose of its physical properties at 
Butte, Mont., to a private individual. Such disposition of said 
properties will obviate the need of continued (‘railroad’) load- 
ing and unloading facilities and operations.” 


KEESHIN BONDS IN LIEU OF NOTES 


To “straighten out” a legal point with respect to securities 
issued by Keeshin Express Co., Inc., of Chicago, IIll., under 
authority granted in a report and order of July 20, 1944, as 
subsequently modified, the Commission, by division 4, has 
issued a supplemental report in MC F-2229, Keeshin Motor 
Express Co., Inc.—Issuance of Notes, so as to permit substitu- 
tion of mortgage bonds for some of the notes that Keeshin 
holds permission to issue. 

The Commission said that, by the original report as modi- 
fied, Keeshin was authorized to issue $30,401.55 of secured and 
unsecured promissory notes to replace a like amount of out- 
standing void notes described in the report, but that, “without 
requesting that said order be modified applicant replaced three 
of those void securities with real estate mortgage bonds in- 
stead of notes.” 

“Those mortgage bonds are not the form of instrument 
authorized in the prior report, and having been issued without 
authority they are void,’’ the Commission explained. 

It approved, as “compatible with the public interest,” etc., 
the substitution by Keeshin of real estate mortgage bonds in 
an aggregate amount not exceeding $15,050 for notes of that 
amount previously authorized, saying that the applicant had 
represented, by a petition filed June 8, 1945, that in its original 
application it inadvertently described obligations having unpaid 
balance aggregating $15,050 as of May 31, 1944, “due Eleanor 
A. Breed, Socony-Vacuum Oil Co., and Everett D. Walker, for 
property acquired at Binghamton and Rochester, N. Y., and 
Erie, Pa., respectively,” as being evidenced by real estate mort- 
gages with notes when in fact they were evidenced by real 
estate mortgage bonds. 


N. Y¥. LIGHTERAGE ALLOWANCES 
In accordance with agreements reached at a prehearing 


conference held August 3, the Commission, by Commissioner 
Aitchison, by an order in No. 29162, Shelton Pitney and Walter 


TRAFFIC WORLD 


P. Gardner, Trustees of the Central Railroad Co. of New Jer- 
sey vs. Akron, Canton & Youngstown Railroad Co., et al., has 
prescribed stipulations for the presentation of evidence, in- 
cluding one that the hearing will be held in New York City. 

Previously the Commission overruled a motion by the 
Akron, Canton & Youngstown and other railroad defendanis 
and a motion on behalf of western railroads for dismissal of 
the complaint, in which the Jersey Central trustees assailed the 
present allowances for lighterage and carfloatage service within 
the New York harbor lighterage limits and asked the Com- 
mission to determine what minimum lighterage and carfloatage 
deductions before prorating would be just, fair, and reasonable 
(see Traffic World, April 21, p. 1034). 

The stipulations pertained, among other things, to the 
scope of the complaint, the location of pier facilities in New 
York harbor of the complainant and defendants, amounts of 
the allowance or deduction for, and rules and regulations gov- 
erning lighterage or carfloatage service in the harbor, and 
mileages. . 





SHAMROCK TOWING APPLICATION 


By a report, amended permit and order effective Novem- 
ber 17, the Commission, division 4, on reconsideration in W-33, 
Shamrock Towing Co., Inc., Contract Carrier Application, has 
modified the findings in its prior report, 250 I. C. C. 788, by 
elimination of the territorial limitation. 

In the prior report, said the division, Shamrock was granted 
a permit to continue operation as a contract carrier by water 
in the furnishing of non-self-propelled deck scows under char- 
ter, lease, or other agreements to persons other than carriers 
subject to the interstate commerce act, to be used by such 
persons in the transportation of their own property between 
ports and points on Long Island Sound and its tributaries west 
of and including Stamford, Conn., the Hudson River, and 
within the area described by the division’s order of March 26, 
1941, in Ex Parte No. 140, Determination of the Limits of New 
York Harbor and Harbors Contiguous Thereto. 

The division said it reopened the proceeding to consider 
Shamrock’s contention that the territorial limitation should 
not have been imposed. 

In the instant amended permit and order Shamrock was 
authorized to continue to operate at New York, N. Y., as a 
contract carrier by water in furnishing for compensation non- 
self-propelled deck scows to persons other than carriers subject 
to the act, to be used by them in the transportation of their 
own property, subject, however, to such terms, conditions, and 
limitations as were now or might be attached by the Com- 
mission. 


Commissioner Mahaffie did not participate in disposition of 
the proceeding, the division said. 


MOTOR MINIMA IN EAST, MIDWEST 

By an order in MC C-360, Minimum Class-Rate Restric- 
tions—Central and Eastern States, the Commission, by Com- 
missioner Aitchison, has extended to October 15, the effective 
date of its order requiring the respondents to establish on or 
before September 1, on 30 days’ notice, minimum class-rate 
restrictions or stops not exceeding those prescribed. 

The Commission, division 2, in a report and order in this 
proceeding, embracing also I. and S. M-2160, Minimum Class- 
Rate Stops in Central and Eastern States, prescribed maximum 
reasonable bases for class-rate restrictions or stops that the 
respondent motor carriers might use, until the Commission's 
further order, either to exclude low-rated and allegedly un- 
profitable traffic from movement by tuck or to transport such 
traffic at rates higher than those normally applicable (see 
Traffic World, March 31, p. 807). 

The division’s order required cancelation of the schedules 
designated in the order of investigation, on or before May 15, 
but by subsequent orders the effective date was postponed to 
June 15, July 16, and September 1. 


RAIL DEPRECIATION RATES 


The Commission has issued sub-orders prescribing depre- 
ciation rates for four railroad companies, in accordance with 
provisions of its ‘Uniform System of Accounts for Steam Rail- 
roads, Issue of 1943,” setting forth composite percentages of 
depreciation for all equipment as follows: 

Sub-order 168-D, Algers, Winslow & Western Railway 
Co., 8.11 per cent; sub-order 49-C, Alton & Southern Railroad, 
5.4 per cent; sub-order 6-B, Barre & Chelsea Railroad Co., 
2.7 per cent, and sub-order 29-B, The Delaware Lackawanna & 
Western Railroad Co., 3 per cent. 

The Commission showed that total ledger values of all 
equipment of each of these companies were: Algiers, Winslow 
& Western, $81,014; Alton & Southern, $801,258; Barre & 
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Chelsea, $19,408, and D. L. & W., $80,181,061 owned and 
2,664,761 leased. 


WATER CARRIER DEPRECIATION RATES 


By its sub-orders WD 63 to WD 66, inclusive, the Com- 
mission has prescribed depreciation rates of four water carriers: 
Aibert Bernert, Cleary Brothers, Inc., Puget Sound Navigation 
Co., and Wilmington Transportation Co. The Commission’s 
statement showed total book costs with respect to all depreciable 
accounts, of $77,057 for Bernert; $795,359.95 for Cleary Brothers, 
Inc.; $4,810,868 for Puget Sound Navigation Co., and $2,229,- 
512.65 for Wilmington Transportation Co. Composite percent- 
ages of depreciation for all transportation property accounts 
were shown in the statement as 9.41, 3.53, 5 and 3.36 per cent 
for the four carriers, respectively, in the order previously 
named. 


TIME FOR FILING PAPERS WITH I. C. C. 

By the insertion of the word “Saturday” in two places in 
rule 21(a) of its General Rules of Practice, relating to compu- 
tation of time allowed or prescribed for filing of papers and 
documents with it (see Traffic World, Sept 1), the Commission 
acted to bring the rule into accord with its prescription of a 
five-day workweek, Monday through Friday. The amended 
rule 21(a) reads as follows: 


Rule 21. Time.—(a) Computation.—In computing any period of time 
prescribed or allowed by these rules, the day of the act, event, or de- 
fault after which the designated period of time begins to run is not to 
be included. The last day of the period so computed is to be included, 
unless it is Saturday, Sunday or a legal holiday in the District of 
Columbia, in which event the period runs until the end of the next 
day which is neither a Saturday, Sunday nor a holiday. A half holiday 
shall not be considered as a holiday. 


MISSOURI PACIFIC CONSTRUCTION 


By an order in Finance No. 14741, Missouri Pacific Rail- 
road Company Trustee Construction, the Commission, division 
4, has extended to November 1, 1945, from August 1, the time 
within which construction of a railroad line by the Missouri 
Pacific in Williamson and Franklin counties, Ill., is to be com- 
pleted (see Traffic World, Jan. 13, p. 80). 

The Commission said, in the instant order, that “for good 
cause shown” the carrier would be unable to complete the con- 
struction of the line within the time prescribed in the certificate 
issued by the Commission on January 6, 1945. 


MIDDLEWEST TRUCK INCREASE WITHDRAWN 


Special permission was granted informally to the Middle- 
west Motor Freight Bureau, Kansas City, Mo., under sections 
217 and 218 of the act, to withdraw a requested four-per-cent 
increase in freight rates that would have become effective 
September 4, it was said at the offices of the Commission’s 
Bureau of Motor Carriers. It was expected that a “confirma- 
tory” application would be received. Withdrawal was requested 
by C. E. Bellew, of Kansas City, general manager of the motor 
freight bureau (see Traffic World, Sept. 1, p. 581). 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2578, from September 1, until April 1, 1946, 
the operation of certain schedules as published in Supplement 
No. 29 to tariff MF-I. C. C. No. 4 of Rolland H. Kinney, doing 
business as Mohawk Freight Lines, Kansas City, Mo. The sus- 
pended schedules propose to reduce less-than-carload com- 
modity rates six per cent on bags, bagging, canned goods and 
groceries, from Kansas City, Mo. to Hutchinson and Wichita, 
Kans., and in the reverse direction. 

By its first supplemental order in I. and S. M-2501, Dis- 
tribution Rates—Newark, N. J., to N. J. and N. Y. Points, 
the Commission, division 2, has postponed from September 7 
to April 7, 1946, the effective date of supplement No. 2 to 
tariff MF-I. C. C. No. 2 of Matthew Mahon dba Mahon’s Ex- 
press, of Newark, N. J. (see Traffic World, Feb. 17, p. 399). 
The supplement had been issued January 9, according to the 
order. The original suspension order, applicable to “certain 
schedules published in tariff MF-I. C. C. No. 2 (issued Janu- 
ary 9, 1945) of Matthew Mahon,” provided for suspension of 
operation of those schedules from February 10 to September 10. 

the supplemental order, the Commission said that supple- 
ment 2 to the designated tariff contained schedules stating new 
Individual and joint regulations and practices affecting rates 
and charges; that it was entering on a hearing with respect 
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to these regulations and practices “upon complaint, without 
formal pleading,” and that it appeared that the schedules in 
question made certain changes resulting in reductions in rates 
for the transportation of various commodities in interstate and 
foreign commerce and that the rights and interests of the 
public appeared to be “injuriously affected” thereby. 


IRON AND STEEL TO W. T. L. POINTS 


The Railroad and Warehouse Commission of Minnesota, in 
a petition for postponement of the effective date of the Com- 
mission’s order in I. and S. No. 5269, Iron and Steel to Iowa, 
Minnesota, Michigan and Wisconsin, and eight related com- 
plaint cases (see Traffic World, Aug. 4, p. 289) and for reargu- 
ment and reconsideration in these proceedings, has urged adop- 
tion by the Commission of a scale of rates shown in an appendix 
to the petition, for general application between Chicago, Peoria, 
St. Louis and points grouped therewith to destination territory 
covered by the complaints. 

As an alternative, the Minnesota commission advocated the 
prescription of “the 17000-Part 6 scale” for temporary applica- 
tion pending a general investigation of the rates on iron and 
steel articles, including billets, ingots, bloms, coiled rods and 
related unfinished iron and steel. 

The state commission asserted that industrial development 
of Minnesota had been retarded for many years by high inter- 
state freight rates on iron and steel from Illinois producing 
points and points in Official Territory. It said it was true that 
the rates prescribed by the Commission in the order to which 
its petition was addressed were less than the present rates to 
the western and northern parts of Minnesota, “largely an agri- 
cultural territory,” but that the order would result in substan- 
tial increases ‘“‘to that portion of the state where there is a large 
consumption of iron and steel used by manufacturers.” It con- 
tended that the Commission erred in many of its findings in the 
report. 


Industry Terminal Tariff Protest 


A protest against publication of local freight tariff No. 154, 
I. C. C. No. A-830, W. S. Curlett, Agent, Rules Governing Re- 
ceipt and Delivery of Cars of Freight on, to and/or from Pri- 
vate Tracks and Industrial Tracks, issued July 15, to become 
effective November 1, has been filed with the Commission by 
Thatcher Manufacturing Co., Elmira, N. Y. (See Traffic World, 
May 19, p. 1311). ; 

There was no general demand from shippers, nor any just 
reason or need for the issuance of this tariff, said the pro- 
testant, adding: 


Instead of simplifying the operations of switching services and 
thus benefiting the public interest, the literal application of the rules 
of tariff will complicate the control of switching operations, also will 
lead to unnecessary disputes. 


This fact, continued the Thatcher company, was realized 
by proponents of the tariff who, at the hearings conducted to 
explain its workings, “frankly admitted” that in view of the 
multitudinous variations in the required switching operations 
at different delivery points, literal application of the tariff 
rules would be practically impossible, and that they would 
have to be applied with discretion. 


“Tssuance of this tariff is but an artifice,” said the Thatcher 
company, “the real objective being annulment of the Commis- 
sion’s orders in Ex Parte 104, part II, 209 I. C. C. 11, forbid- 
ding the payment of allowances for the performance of spotting 
services.” 


The Thatcher company said that unless the Commission 
had changed its opinion and was now willing to “rescind and 
thus repudiate”’ its findings in Ex Parte 104, it must oppose the 
stated principles and forbid effective issuance of the protested 
tariff as being in intent contrary to law. Continuing, the 
Thatcher company said: 


There is no desire by the general. shipping public having private 
sidings, for issuance of this tariff which creates uncertainty as to the 
continuance of present industrial switching practices which have been 
evolved through reciprocal cooperation of industry with local railroad 
officials, so to best fit the efficient operating practices of the industry 
in so far as this has been possible. 

From the standpoint of service, to the patron or to the public, 
the rendering of switching service at such periods as will best suit 
the convenience or needs of industry, should be of primary importance 
and consideration; this fact the tariff not only ignores but on the 
contrary would tend to create a spirit of disservice. 

There may not be general opposition expressed to the publication 
of this tariff; if not, the reason will be that the continued propaganda 
by representatives of the big industries, with positive statements that 
the Commission intends to impose spotting charges for the placement 
of all cars on all industrial sidings or private tracks, and, that the 
decisions in Ex Parte 104, part II was but the initial action toward 
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that end, has thoroughly scared the smaller industries, who now are 
told that publication of this tariff will prevent such development. 


The protestant quoted W. S. Franklin, vice-president in 
charge of traffic, Pennsylvania railroad, as saying that the 
carriers were anxious to have the tariff published and that it 
would be applied in conjunction with a statement of six prin- 
ciples submitted to the Commission’s Division 3 on March 4, 
1944, and informally discussed with the division on the follow- 
ing April 6. 


Ex Parte 148 Suspension 


Commenting on the action of the railroads in consenting 
to further suspension of the authority for applying the freight 
rate increases granted in Ex Parte 148 (see Traffic World, Aug. 
25, p. 486), Frederick G. Hamley, general solicitor of the Na- 
tional Association of Railroad and Utilities Commissioners, 
points out that the original authorization for the increases 
(order of March 2, 1942, 248 I. C. C. 545, 613) automatically ex- 
pires “six months after the termination of the present war” un- 
less sooner modified or terminated by the Commission. Contin- 
uing, he said: 


If the ‘‘termination of the present war’’ means the same as the 
“termination of hostilities’? then this 6-months period would probably 
be held to begin with President Truman’s proclamation of V-J day. 
Thus if V-J day is proclaimed on September 1, 1945, the 6-months period 
would expire on March 1, 1946, and the rate increases would automati- 
cally go out of existence on that date. 

It appears likely that state and federal agencies which have ap- 
peared as protestants in the several ex parte 148 hearings will not ob- 
ject to a further suspension of the freight rate increases to a date 6 
months after V-J day. But it is reasonable to expect that they will not 
favor any suspension action which extends beyond that date. It is 
also to be expected that these agencies would urge, if the occasion 
arises, that any new move by the railroads to obtain increases in gen- 
eral rate levels (see paragraph 2 of Consent) should be instituted in a 
new proceeding, and not in Ex Parte 148. This position would be based 
upon the ground that Ex Parte 148 grew out of the emergency caused 
by the war and should therefore be closed with the return of peace. 


OIL FIELD TRAILER RATE PROTEST 


Shippers Oil Field Traffic Association, Tulsa, Okla., has 
filed with the Commission a protest against tariff items of the 
Wyoming Trucking Association which, it said, would result in 
an unwarranted general increase by establishing rates for trail- 
ers, when used with trucks for special services, in addition to 
the rates named for trucks. 


The items for which suspension was asked were item 
45-E, page 5, and item 46, page 6 of supplement No. 14 to 
Wyoming Trucking Association, Agent, William Hilliar, MF- 
I. C. C. No. 2, Freight Tariff No. 2, issued August 14, to be- 
come effective September 13. 


“This is certainly an innovation in rate making,” said the 
S. O. F. T. A., “particularly so in the transportation of oil field 
equipment and supplies, as trailers are required in the ma- 
jority of instances to properly perform the specialized services 
which the oil field carriers represent to the public they are 
capable of performing.” 


S. O. F. T. A. averred the inclusion of additional charges for 
trailers was tantamount to paying for transportation service 
that the carriers were obligated to furnish under their present 
rates for trucks. Prior to publication of this item, it continued, 
carriers furnished for one charge the trucks and trailers neces- 
sary to perform the transportation. It added that the publica- 
tion of separate charges in this item resulted in unreasonable 


rates in violation of section 216 of part II of the interstate 
commerce act. 


“Conversion” of Irregular Route 


Briefs have been filed by the complainant and defendant 
in a case before the Commission in which there is sought a 
determination of the question whether a motor carrier, in 
“connecting” two regular-route operations by means of an 
irregular-route purchased from another carrier, is unlawfully 
converting the latter into a regular route. 

The case in issue is MC C-481, Brooks Transportation Co., 
Inc., vs. Falwell Fast Freight, Inc. 

Brooks contends, in its complaint, that Falwell, a regular 
route operator between New York City and Lynchburg, Va., 
under authority granted in MC 903, and holder of regular 
route authority between Roanoke, Va., and Point Pleasant, 
W. Va., purchased from Evans Line and granted to the latter 
in MC 1379, has in fact connected those two operations by 
means of a part of the irregular-route operating rights pur- 
chased by Falwell from “the Draper line” and covered by the 
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Draper certificate in MC 48175, between Roanoke and Lynch- 
burg. 

| being under a strain,” said Brooks in its 
brief, “came forward at the hearing with a destitute after- 
thought, and made the bold assertion that the operations which 
respondent was charged with, had never in fact been conducted 
at all. They said they never operated under the Draper cer- 
tificate and that they had always had the authority to transport 
via irregular routes between Bluefield, W. Va., and all points 
in Virginia under a provision in the Evans rights. They did not 
explain why they bought the Draper rights if they already had 
authority under the Evans rights... . 

“In the final analysis, a respondent admitted that there 
was no difference whatever between the service which he was 
giving via the Draper irregular routes and the service which 
he was giving via the Falwell and Evans regular routes. By 
no stretch of the imagination can the bridge operations via the 
Draper routes be deemed irregular when they are used solely 
and exclusively in connection with not one but two regular 
routes which are located on either side of the Draper irregular 
routes. ... 

Brooks contended that the use by Falwell of alternate 
routes between Roanoke and Lynchburg, one “50 per cent cir- 
cuitous,” constituted a “subterfuge” and that “this was done 
solely for the purpose of indulging the fiction of an irregular 
route operation.” It asked for issuance of a cease and desist 
order against Falwell. 

Falwell, in its brief, asserted that “Lawrence Falwell, the 
defendant,” had been called as a witness for complainant and 
had testified as a witness of complainant, and added that “‘we 
renew our objection and move that the complaint be dismissed 
on the ground that it is prejudicial error for defendant to be 
forced, against his will, to give testimony for or against him- 
self.” Falwell said that the Draper rights were interstate 
rights and applied only to interchanged traffic, and that Fal- 
well operated over the only two available routes between 
Roanoke and Lynchburg over which Draper had operated, one 
being U. S. Highway 460. 

“The certificate,” Falwell said, “does not require defend- 
ant to use alternate routes bue leaves him free to choose what- 
ever route he may desire to use... 

“Falwell, under his certificate, is authorized to operate 
over regular routes between New York and Lynchburg. Draper, 
under his certificate, is authorized to operate between Roanoke 
and Lynchburg over irregular routes, handling interchanged 
traffic. Evans, under his certificate, is authorized to operate 
as a regular route carrier between Roanoke and Point Pleasant. 
All three carriers may interchange traffic freely between them- 
selves. Therefore, what two or more carriers can lawfully do, 
one carrier, by consolidating the rights, may also do. ... The 
unification of the operating rights of Evans, Draper and Fal- 
well is proper and legal. .. .” 


Broker Practice Investigation 


An investigation of the practices of property brokers in 
motor carrier transportation as defined in section 203 (a) (18) 
of the interstate commerce act, has been initiated on its own 
motion by the Commission, division 5, in Ex Parte MC 339, 


Practices of Property Brokers. The inquiry, it said, would 
except brokers dealing exclusively in transportation of passen- 
gers and their baggage. 

Purpose of the inquiry, said the division, was to prescribe 
such reasonable rules, regulations, and requirements to be 
observed by property brokers as might be necessary or desir- 
able in the public interest and to take such other action as the 
facts and circumstances might warrant. ; 

All such brokers dealing in the transportation of property 
were made respondents in the proceeding, said the division, 
adding that the investigation would be assigned for hearing at 
a later date. 

Secretary Bartel issued a draft of a set of rules that would 
govern the practices of such brokers, explaining that none of 
the rules had been approved by the Commission. He asked 
those interested to direct their evidence puarticularly to the 
matters treated by the rules in the draft, but added that evi- 
dence relating to other matters within the scope of the investi- 
gation also would be admitted. 

The draft of rules and regulations covered applicability, 
definitions, records to be kept by brokers, carrier’s operating 
authority, charges for brokerage service, charges for non- 
brokerage service, misrepresentation, billing, rebating, duties 
and obligations of brokers, transfer of brokers’ licenses, corpo- 
rations and associations holding brokers’ licenses, and suspen- 
sion or revocation of license. 

Mr. Bartel said any person desiring to receive a copy of 
the notice assigning the proceeding for hearing should so in- 
form the Commission by letter on or before September 28, at 
the same time-stating his interest in the proceeding. 
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Proposed Reports 


Cheese 


I. and S. M-2504, Cheese—Wisconsin Points to Points in 
the South. By Examiner W. T. Cantrell. Proposal of motor 
common carriers parties to supplement 24 to Motor Freight 
Tariff No. 98-C, MF-I. C. C. No. 305, of Southern Motor Car- 
riers Rate Conference, Agent, to cancel existing commodity 
rates ranging from 87 cents to $1.90, minimum 24,000 pounds, 
on cheese from 20 Wisconsin producing points to 52 destina- 
tions in Alabama, Florida, Georgia, South Carolina and Ten- 
nessee, and to apply in lieu thereof class rates ranging from 
99 cents to $3.50 a hundred pounds, proposed to be found un- 
just and unreasonable. Cancellation of schedules, filed to be- 
come effective Feb. 28 and suspended on protest of Cudahy 
Packing Co. and Price Administrator until Sept. 28, and dis- 
continuance of proceeding recommended. The examiner said 
that ‘“‘while no reliable estimates of the cost of operation are 
available, the evidence is on the whole convincing that the 
present rates are reasonable for this traffic and that the mate- 
rially higher rates proposed would be unjust and unreasonable.” 


Fresh Meats 


MC C-445, Dubuque Packing Co. vs. Urban J. Haas and 
Cyril H. Wissel, dba H & W Motor Express Co. By Joint 
Board No. 54. Dismissal proposed. Application of class rate 
of 56 cents a hundred pounds on shipments of fresh meats, 
and of fresh meats and other articles, from Dubuque, Ia., to 
Chicago, Ill., in period between September 1, 1943, and Janu- 
ary 26, 1944, proposed to be found unreasonable to extent 
this rate exceeded commodity rate of 22 cents previously in 
effect. The joint board said the application of the class rate 
to this transportation in the period in which the “fresh meats” 
item was omitted from the commodity description was the 
result of an error in bringing forward a tariff item, and that 
there was no question but that it was intended by defendants 
to bring forward and continue in effect the commodity rate of 
22 cents on fresh meats and on mixtures of fresh meats and 
other packinghouse products from Dubuque to Chicago. It said 
that the present rate from Dubuque included a general increase 
and was 23 cents, minimum 20,000 pounds. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Tennessee (Memphis)—-MC 105831, Bluff City Appliance & 
Storage Co., Inc. Denial of certificate proposed. Hausehold 
goods between points in Tenn., Ala., Miss. and Mo., located 
within 100 miles of Memphis, on the one hand, and, on the other, 
points in Ala., Ark., Fla., Ga., Ill., Ky., La., Miss., Mo., Okla., 
Tenn. and Tex., over irregular routes. 

New Jersey (Sea Isle City)—MC 105746, Edward M. 
Cholerton. Denial of certificate proposed. U. S. mail, baggage, 
express, newspapers and milk between Sea Island City and 
Townsend’s Inlet, N. J., over regular routes. 

Texas (Iowa Park)—MC 105378, Sub. 3, John B. Barbour 
Trucking Co. Denial of certificate proposed. Oilfield machinery, 
materials, supplies and equipment between points in Tex., Okla., 
Kan., La., N. M. and Miss., over irregular routes. 

New Mexico (Tularosa)—-MC 104617, Sub. 2, Dale Dodds. 
Denial of certificate proposed. Fuel oil, in bulk, in tank trucks, 
from El Paso, Tex., to Ruddosa, N. M., and from junction U. S. 
Highway 54 and New Mexico Highway 83 to point two miles 
east of LaLuz, N. M. 

Pennsylvania (York)—-MC 102616, Sub. 258, Coastal Tank 
Lines, Inc. Certificate proposed. Petroleum products and com- 
mercial solvents, in bulk, in’ tank trucks, from specified points 
in N. J. to points in designated areas in Pennsylvania, and 
rejected shipments of such commodities on return to N. J. 
points of origin, over irregular routes. 

New York (Brooklyn)—-MC 96536, Max Bell & Sons, Inc. 
Permit proposed. Fresh meats and livestock between Brooklyn, 
on the one hand, and, on the other, Lakehurst, Lakewood and 
Trenton, N. J., and points in specified N. J. counties, and live- 
stock between Jersey City, N. J., on the one hand, and, on the 
other, points in specified N. Y. counties, over irregular routes. 

California (San Francisco)—-MC 78786, Sub. 154, Pacific 
Motor Trucking Co. Certificate proposed. General commodities 
from and to Freedom, Calif., and points on California Highway 1 
between Freedom and Watsonville, Calif., serving all such 
points as intermediate points in connection with otherwise 
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authorized operations, subject to conditions, including a condi- 
tion that applicant’s motor service be limited to service aux- 
iliary or supplemental of rail service of the Southern Pacific 
Co. 

New York (Port Ewen)—MC 74781, Sub. 1, John T. Groves. 
Certificate proposed. Dangerous explosives between Port Ewen, 
on the one hand, and, on the other, points in Conn., N. J. and 
Pa., over irregular routes. 

Minnesota (Duluth)—-MC 67801, Sub. No. 5, Victor Mc- 
Keown, dba McKeown Trucks. Certificate proposed. General 
commodities, with exceptions, between Duluth and injunction 
of specified highways near Sandstone, Minn., over specified 
route, in connection with applicant’s presently authorized regu- 
lar route operations between Superior, Wis., and St. Paul, 
Minn., serving no intermediate points. 

Texas (Houston)—MC 58163, Sub. 3, J. B. and C. B. Leyen- 
decker, dba U. S. Truck Lines. Certificate proposed. Oilfield 
machinery, material, equipment, etc., between points in La., 
Tex., Ark., Ala. and Fla., over irregular routes. 

Maryland (Hagerstown)—MC 52475, Sub. 2, Potomac Motor 
Lines, Inc. Certificate proposed. Passengers, baggage, express, 
mail and newspapers. (1) between Frederick, Md., and York 
Pa.; (2) between Hagerstown, Md., and Mercersburg, Pa., and 
(3) between Rouzerville, Pa., and Blue Ridge Summit, Pa., 
over regular routes, serving all intermediate points. 

Illinois (Mattoon)—-MC 42329, Sub. 29, Hayes Freight 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, (1) between Dyersburg and Trenton, Tenn., and 
between Fowlkes and Jackson, Tenn., over specified routes as 
alternate routes for operating convenience only, subject to desig- 
nated restrictions; (2) between junction Illinois Highways 10 
and 96 (near Hamilton, Ill.) and Niota, Ill.; (3) between 
Paducah and Bardwell, Ky., over U. S. Highway 62, serving 
all intermediate points, and (4), in connection with presently 
authorized regular-route operations, (a) to serve all inter- 
mediate points between Arlington and Mayfield, Ky., on Ken- 
tucky Highway 98; (b) to serve the intermediate point of Monti- 
cello, Ind.; (c) to serve the off-route point of Lockbourne Army 
Air Base (near Lockbourne, O.); (d) to serve an off-route point 
in Indiana about 8 miles southwest of West Terre Haute, where 
Dresser Power Plant is located, and (e) to serve as intermediate 
or off-route points all points in St. Louis, Mo., commercial zone. 

Tennessee (Memphis)—MC 40269, Sub. 8, Cook Truck 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, between Durant, Miss., and New Orleans, La., over 
U. S. Highway 51 as alternate route for operating convenience 
only, serving no intermediate or off-route points except those 
within seven miles of New Orleans. 


Kansas (Wichita)—-MC 30600, Sub. 46, The Santa Fe Trail 
Transportation Co. Certificate proposed. Passengers, baggage, 
express, mail and newspapers between junction U. S. Highway 
36 and unnumbered highway, about two miles west of Fair- 
view, Kan., and Seneca, Kan., over ‘specified routes. 

lowa (Ottumwa)—MC 842, Sub. 3, H. J. Willison, extension. 
Permit proposed, with conditions. Merchandise and products 
dealt in by meat-packing companies, and, in connection there- 
with, equipment, material, and supplies used in the conduct 
of such businesses, between Ottumwa, Ia., and Topeka, Kan., 
and return, over a described route, serving no intermediate 
points. Also recommended that the holding by applicant of 
certain certificates as well as the aforementioned permit be 
found consistent with the public interest and national trans- 
portation policy. 

New York (Brockport)—MC 11753, Sub. 7, C. H. Beaney, 
extension. Certificate proposed, with conditions. Frozen foods, 
from Brockport, and points in New York within 75 miles of 
Brockport, to Allentown, Bethlehern, and Philadelphia, Pa., 
New York, N. Y., and points in N. J., Conn., Mass., and R. L., 
and empty frozen food containers from the described destina- 
tion points to the described origin points, over irregular routes. 

New York (Long Island City)—-MC 46879, Sub. 2, Walters 
Transit Corporation, extension. Certificate proposed. Passen- 
gers and their baggage, between junction Connecticut highways 
37A and 39 and Danbury, Conn. over Connecticut highway 37A, 
serving no intermediate points, restricted to the transportation 
of passengers whose entire journey over applicant’s lines is 
between Danbury, on the one hand, and, on the other, the 
described junction, Putnam Lake, and points between the junc- 
tion and Putnam Lake. 

Oregon (Medford)—MC 17593, Sub. 11, Pierce Auto Freight 
Lines, Inc., extension. Certificate proposed, with conditions. 
General commodities, with exceptions, (1) between Albany, 
Ore. and Junction City, Ore., and return, over a described route, 
serving specified intermediate points; (2) between Corvallis and 
Portland, Ore., over U. S. highway 99W as an alternate route 
for operating convenience only, serving no intermediate points; 
(3) between Albany and Sweet Home, Ore., over U. S. high- 
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way 20, serving all intermediate points, including Lebanon, 
Ore.; and (4) from and to points in three Oregon counties, with 
exceptions, serving specified off-route points. 

Virginia (Richmond)—MC 1508, Sub. 14, Richmond Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, and newspapers, mail, and express in the 
same vehicle with passengers, between Leonardtowfi, Md., and 
Patuxent River Naval Air Station, Md., and return, over a 
described route, serving all intermediate points. 


Rubber Storage-in-Transit 


Discontinuance of this investigation should be recommended 
by the examiner pending determination by the Commission of 
No. 26712, Rail and Barge Joint Rates, said the railroad re- 
spondents in a brief in No. 29307, Storage-in-Transit on Arti- 
ficial Rubber, an investigation instituted by the Commission, 
division 2, on its own motion, into the reasonableness and law- 
fulness otherwise of storage-in-transit rules affecting transporta- 
tion of artificial rubber at points in southwestern and Western 
Trunk Line territories and at Mississippi River crossings (see 
Traffic World, May 5, p. 1160). 

The railroads noted that the transit storage rules in ques- 
tion were set forth in item 2252-A of supplement No. 92 to 
Agent Marsh’s tariff I. C. C. No. 3514 and item 1024 of sup- 
plement No. 12 to Agent Kipp’s I. C. C. No. A-3565, to which 
the respondent railroads were parties. 

In their brief the railroads referred extensively to testi- 
mony by W. W. Duckworth, assistant general freight agent 
of the Missouri-Kansas-Texas, at a hearing before Examiner 
Griffin, including statements by Mr. Duckworth that the rules 
under investigation provided “the rates via all-rail routes on 
traffic forwarded via rail-barge or rail-barge-rail routes under 
transit arrangements” and that “‘the provisions that the through 
rates via the all-rail routes are to be applied on rail-barge or 
rail-barge-rail traffic are merely additional conditions indicating 
the rate to be protected, similar to the use of the rate to the 
transit point, or the rate from the transit point, or the through 
rate, which ever is higher.” ; 

“Witness Duckworth further testified,’ the railroads said, 
“that the proposed rule covering the application of the all- 
rail rates via the rail-barge or rail-barge-rail routes does not 
prohibit the routing of traffic via the barge lines if shippers 
desire, nor does it deprive the shipper of the benefit of barge 
differentials on direct rail-barge or rail-barge-rail traffic. ... 
Further, that it is the position of the respondent rail lines that 
when transit privileges are accorded by the rail carriers the 
all-rail rates applicable to all-rail transportation should be 
used instead of the differential rates applicable via the rail- 
barge or rail-barge-rail routes; that the reason for this position 
is that shipments via joint rail-barge routes have advantages 
over the all-rail routes because of the reduction in storage time 
and expense compared with the longer length of time holding 
the traffic in storage on all-rail movement, which offsets the 
reason for the lower barge rates as compared with all-rail 
rates. Further, where storage in transit is accorded, additional 
expense at the transit point is involved for which the rail 
lines are of the opinion they are entitled to higher charges 
than if the traffic had not been accorded transit. Also, that 
the barge lines do not, as far as could be determined, provide 
transit privileges in connection with all-barge rates on rubber 
or on other commodities except in a few instances... .” 


The respondents referred also to testimony that transit 
would not be available at St. Louis or East St. Louis in con- 
nection with Mississippi Valley Barge Line or American Barge 
Line because their routes did not reach St. Louis, and that 
the same situation would be in effect at Baton Rouge, New 


Orleans and Vicksburg in connection with the Federal Barge 
Line. 


After asserting that the record failed to reveal any dam- 
age to the barge lines that were the protesting interveners 
in the instant case by the item contained in the rail tariffs 
under investigation, nor any complaint from shipping interests, 
the respondent railroads said: 


It is clear . . . that protesting interveners are not interested in the 
slightest degree in the movement of commodities here involved and 
covered by items in tariffs here under investigation or in protecting 
the interests of the shippers of these commodities. The barge lines’ 
sole interest in this investigation is based on an imaginary wrong, or, 
as they put it, on one of principle. Of course the interveners can see 
no wrong when and where the question of transit is involved, as far 
as they are concerned, in their failure to afford transit on similar ship- 
ments between port-to-port operations of the barge lines. . .. The 
record ... plainly shows . .. that the movement of the commodities 
involved in this investigation, subject to the transit rules, is infinites- 
Mal... . 

The protesting intervener barge lines are of the opinion that the 
respondents here involved are disregarding the orders and the decisions 
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of this Commission when they attempt to restrict their in-transit rules 
against differential routes. ... They dwell at great lengths with this 
Commission’s decision in Ex Parte 96, Through Routes and Joint Rates 
With Inland Waterways Corporation; Ex Parte 99, Through Routes and 
Joint Rates With Mississippi Valley Barge Line Co., and Ex Parte 102 
Through Routes and Joint Rates With the American Barge Line... . 
It is respondents’ contention . . that all orders of this Commission 


. in Ex Parte 96, Ex Parte 99 and Ex Parte 102 have been complied 
With. . «.. 


Where the barge lines desire to establish transit rules applicable 
under joint rail-barge rates at ports reached by them, such transit rules 
should be established only on the all-rail rate basis. 


The railroads said it was their position that under the law 
it was not “per se” unlawful for them to provide in connection 
with transit privileges a basis of rates, together with the terms 
on which such rates would be applied, whether the carriers 
were rail or water carriers, “inasmuch as the granting of the 
transit is individual to the line or lines become party or parties 
thereto.” 


A. W. O. Supports Barge Lines 


The American Waterways Operators, Inc., an association 
of common, contract and private water carriers who operate 
in the Ohio and Mississippi River systems, the Gulf Intra- 
Coastal Waterway, the Gulf of Mexico, the Atlantic Intra- 
Coastal waterway and waterways in California and Washing- 
ton, has filed a brief in support of contentions of the barge 
lines in No. 29307 and in the related complaint case (No. 
29313, Inland Waterways Corporation vs. Akron & Barberton 
Belt Railroad et al.) that the in-transit tariff provisions of the 
railroads are unlawful and in violation of the interstate com- 
merce act and various orders of the Commission thereunder. 


Calls Restrictions “Obnoxious” 


The association referred to the rail tariff restrictions on 
storage in transit as “obnoxious.” 

“The apparently insatiable desire of the rail lines to put 
the water carriers out of business,” it said, “would be fore- 
stalled by the Commission once and for all entering an affirma- 
tive order against the rail lines.” 

After noting that Mr. Duckworth had testified, ‘‘perhaps 
naively,” that the application of all-rail rates via the rail-barge 
or rail-barge-rail routes would not prohibit the shipper from 
using such routes, the association said: 


The witness should know, and most assuredly the Commission does 
know, that the only reason the barge lines are able to obtain any busi- 
ness in competition with the rail lines is the existence of rate differ- 
entials. At equal rates, no shipper would incur the hazards of extra 
handling of this traffic and the other difficulties of barge transporta- 
T1OR. 6 2 

It would appear . . . that the only purpose of the rail proposal in 
this case is ‘‘to drive one more nail in the coffin’’ of barge line trans- 
portation with the hope of eliminating it from the transportation field 
entirely. . . . If the barge lines had not been in existence during the 
recent war, the rail lines would surely have broken down much more 
completely than they did and would have caused a much greater fiasco 
in the rail picture in this war than they did in the last war. For the 
Commission to permit the rail lines to continue this unlawful practice 
would be for them to assist the rail lines in driving the water lines from 
their place in our transportation system. ... 

If the rail lines are permitted through the tactics employed in this 
case to finally drive the water lines against the wall so as to impair 
their service or totally destroy them, not only would the peacetime 
commercial shipper suffer, but the entire national defense system would 
be so adversely affected that if any further hostilities were to occur the 
system would be totally inadequate. It is absolutely certain that we 
would not have now passed V-J Day if the water lines had not Leen 
as fully developed as they were at the beginning of the present war, 


and it is not too far-fetched to suppose that we might have lost the 
war entirely. .. 


The association urged the Commission to enter an order 
immediately, requiring the railroads to “remove the violation 
of section 3” by granting transit on the rail-barge and rail- 
barge-rail movements “maintaining the proper rate differentials 
without any alternative being permitted to the rail carriers.” 


Federal Barge Lines Brief 


The Inland Waterways Corporation, operating the Federal 
Barge Lines, in a brief as complainant in No. 29313, said that 
in the instant proceedings the Commission was considering “the 
fourth of a series of particular cases involving efforts of rail 
carriers to impose full measure of all-rail rates on shipments 
moving via barge routes when transited.” It said that in its 
previous decisions on this general question the differential 
bases of rail-barge-rail rates had been established, and that in 
the instant case “one might well be tempted to invoke the 
doctrine of res judicata,” except for the considerations that 
rates and practices of carriers were not frozen and should be 
responsive to changing conditions, and that the whole matter 
of rail-barge-rail rates was under review in the pending general 
investigation in No. 26712. 


Referring to railroad testimony that “in authorizing transit, 
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the transit granting lines should have the right to specify the 
rates that are to be applied on transit shipments,” the Federal 
Barge Lines commented: 


Granting this to be so, it is subject to the review of the Commission 
as to whether the rates selected by the transit granting line and the 
charges resulting therefrom’are just and reasonable and are, or are not, 
unjustly discriminatory in any respect. In the present case, the rates 
are shown as designedly discriminatory against the barge lines, as 
connecting carriers, in violation of section 3(4) of the act, and calcu- 
lated to get away from the differential rate basis conventionally applied 
over rail-barge-rail routes and which the Commission has found to rep- 
resent the proper relationship of rates and charges, and reflection of 
the economies of barge transportation. 


The Mississippi Valley Barge Line Co., in its brief in Nos. 
29307 and 29313, said that the Commission should “not only 
find the discrimination but direct that it should be removed 
by the establishment of the storage-in-transit rules for both 
all-rail and barge-and-rail routes.” It said that the action of 
the railroads had the result, as to rail-and-barge service, of 
setting up two bases of rates, “one the normal or ‘differential’ 
basis where no ‘transit’ stop is involved—the other, and higher 
‘all-rail’ rate where ‘transit’ is accorded,” and that this was 
contrary to “the traditional practice of applying to ‘transit’ 
shipments the same through rate as is applied to shipments 
moving without transit.” 


Class Rate Developments 


By a petition in No. 28300, Class Rate Investigation, 1939, 
the railroads have asked the Commission for clarification of its 
order in the class rate case with respect to short or weak line 
arbitraries and for a supplemental order to the effect that, in 
applying the minimum scale of rates shown on page 274 of the 
Commission’s report in connection with rates to, from and be- 
tween points on short or weak lines, the arbitraries that have 
been authorized for such lines may be treated in the manner 
proposed in the railroads’ petition. 

After observing that no testimony as to rates made by the 
addition of short and/or weak line arbitraries was presented 
in the class rate case, because the Commission’s order institu- 
ting that investigation was interpreted as applying only to the 
basic’ scale of rates, the railroads pointed to the Commission’s 
statement at page 269 in its class rate decision that the ques- 
tion of short or weak line arbitraries was reserved for later 
consideration. 

“This,” they continued, “protects the situation so far as the 
prescribed permanent basis may be considered, and, at the 
proper time, appropriate petitions will be filed by the inter- 


ested carriers requesting permissive authority to retain such 
arbitraries. 


- 
3 


Question of Interpretation 


“With respect to the order as relates to the ‘ad interim’ 
basis, now to be made effective on or before November 30, 
1945, petitioners believe that what the Commission said at 
Sheet 269 also protects the existing permissive arbitrary basis 
incident to this adjustment, and believe that the Commission 
did not intend otherwise. However, the Commission’s order is 
said to be susceptible to the interpretation that the relief line 
carriers are required to observe the scale shown at sheet 274 
of the report as minimum in revising rates of this character. 
Should such a construction be made in interpreting this part 
of the order when in connection with rates to be reduced 10 
per cent, it will drastically reduce the differences now existing, 
when from or to points on the arbitrary basis, over rates from 
or to the standard line junctions, base groups or base points, 
sometimes dissipating these differences entirely. Since the arbi- 
traries added by carriers employing this basis of rates accrue 
solely to the carrier or carriers for which added, these carriers. 
under such an interpretation, will necessarily have to stand 
considerably more than a ten per cent reduction... . 


“To obviate any misunderstanding as to what was intended 
. rates under the ‘ad interim’ basis in No. 28300 from or to 
points on ‘relief’ lines should be made by adding to the rates 
from or to such points, computed on the ‘standard’ line basis, 
the existing or present ‘relief line arbitraries’ reduced 10 per 
cent, (but) it has been said that to accomplish publication in 
that manner would make it practically impossible to observe 
the scheduled effective date. 


“In the interest of cooperation, and with a view of elimi- 
nating delay in effecting publication, the carriers have agreed 
to determine the difference between the existing class rates to 
or from the nearest junction with the short line and the exist- 
ing class rates to and from the short line. This difference as 
reduced 10 per cent will then be added to the new class rates 
to and from the junction point in order to obtain the new rates 
to and from the points on the short line. This basis will be 
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used to determine the new rates between Official Territory, on 
the one hand, and points on short lines in the south, on the 
other hand. The new rates between Wesern Trunk Line terri- 
tory and points on the short lines in the south will be computed 
by the observance of the present spreads or arbitraries as re- 
duced 10 per cent over what would be the rates on the trunk 
lines to and from the points on such short lines. Between 
points in Official Territory, the new rates to and from points 
on short lines will be increased 10 per cent, pursuant to the 
Commission’s order. As to rates to and from points on short lines 
within southwestern territory, and also between points on short 
lines in the south, on the one hand, and points in southwestern 
territory on the other, no difficulty arises as the differentials 
or arbitraries are separately stated, so that both the differ- 
entials or arbitraries and the base rates can be reduced 10 per 
cent without causing complications.” 


Position of Oregon Commissioner 


George H. Flagg, public utilities commissioner of Oregon, 
has submitted to the Commission, together with a separate 
petition for leave to file, a petition for vacation in part of the 
order in No. 28300 and for further hearing, reargument, recon- 
sideration and modification of the order, saying that the order 
has a direct and far-reaching effect on the welfare of the 
states in the Mountain-Pacific territory, although that territory 
is not within the scope of the class rate proceeding. 


“In order to avoid violations of the aggregate of inter- 
mediates provisions of section 4 of the interstate commerce 
act, rates to and from Mountain-Pacific territory will be so 
changed as to disrupt relationship of long standing,” he said. 
“Other disruptions will be brought about by rates prescribed 
to and from border points. 

“The impact of the decision cannot be measured by the 
volume of the traffic moving under class rates. If the pre- 
scribed rates are made effective they will apply on many ar- 
ticles now moving under commodity rates. Principles of rate 
making will become established which may well exert an im- 
portant influence upon both class and commodity rates later 
to be prescribed for Mountain-Pacific territory. Under these 
circumstances your petitioner’s interest is such as to require 
a clear understanding of the scope and impact of the decision 
before it becomes final. Such information cannot now be ascer- 
tained. The prescribed rates are to be used in connection with 
a classification which does not now exist. .. . Rates to border 
points upon the levels prescribed may seriously restrict the 
latitude necessary for devising a rate structure that will be 


proper for traffic moving to, from and within Mountain-Pacific 
territory. 


Eastern Advantage Feared 


The level of the scale for the longer hauls and the adop- 
tion of the official classification pattern may operate to the 
undue advantage of eastern manufacturers in shipping into this 
area in competition with local industries and may impede in- 
dustrial development in the Mountain-Pacific region. . . . Cer- 
tainly it is imperative that at least the probable consequences 


of such a far-reaching order be determinable before it is put 
into effect... .” 


__The Oregon commissioner averred that by the time the 
uniform classification had been accepted by the Commission, 
the rates prescribed in No. 28300 might be wholly inappropriate. 

He asked the Commission to vacate that part of its find- 
ings, decision and order relating to the adoption of class rates 
for permanent application; that a further hearing be held after 
the uniform freight classification became available, and that 
thereafter the Commission reconsider and modify its findings, 
conclusions and order in No. 28300. ; 


New Mexico “Petition 


The State Corporation Commission of New Mexico has filed 
with the Commission petitions for leave to intervene in No. 
28300, Class Rate Investigation, 1939, and No. 28310, Consoli- 
dated Freight Classification, and has attached thereto a peti- 
tion for further hearing and reconsideration by the Commission 
of its order of May 15 in those proceedings and for modifica- 
tion of the order so as to include within the territorial scope 
of the order the state of New Mexico or the eastern part of 
the state including and east of the territory served by the 
Santa Fe from Raton by way of Las Vegas, Santa Fe, 
Albuquerque and southward to El Paso, Tex. 


The New Mexico commission said it felt that the Com- 
mission’s order, as far as its effect extended, was just and 
reasonable, but that New Mexico was “in the same or similar 
circumstances with regard to freight rates as zone IV in the 
state of Texas and the eastern portion of Colorado, included 
in said order.” It averred that if New Mexico would not be 


included in the order reducing rates on a parity with zone IV 
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in Texas, a grave injustice would result and New Mexico would 
be discriminated against. 


Mountain-Pacific States Commissioners 


The Mountain-Pacific States Conference. of Public Service 
Commission has asked the Commission for leave to intervene 
in the class rate case for the purpose of filing a petition for 
vacation in part of the Commission’s order and for further 
hearing and reconsideration. The views of the conference were 
substantially the same as those expressed in the petition of the 
Oregon commissioner. Permission to intervene in No. 28300 
also was requested by the Public Utilities Commission of Idaho. 

The Railroad Commission of California, in a separate peti- 
tion, asked for vacation in part of the Commission’s order in 
No. 28300 and for further hearing and reconsideration, subse- 
quent to acceptance by the Commission of the uniform freight 
classification to be filed pursuant to its decision in No. 28310. 
It said that the Commission had required that many changes 
be made in the transcontinental class rates and had disrupted 
rate relationships of many years standing, “notwithstanding 
(a) that the rates from, to and within the Mountain-Pacific re- 
gion were not within the scope of the proceeding, (b) that there 
is no evidence of record to disclose that any of the rates re- 
ferred to are unlawful, and (c) that an opportunity to be heard 
concerning the lawfulness of such rates was not accorded to 
any interested party.” It explained its position as follows: 


The present first class rates from New York, N. Y., Detroit, Mich., 
and Chicago, Ill., to El Paso, Tex., are $4.60, $3.84 and $3.51 (a hundred 
pounds), respectively. According to the distances set forth (in appen- 
dix 9), the prescribed first-class or class 100 rates to El Paso are $3.57 
from New York, $2.96 from Detroit, and $2.63 from Chicago. The 
present first-class rates from the same points to San Francisco, Los 
Angeles, and many other points in California are, from New York $6.11, 
from Detroit $5.78, and from Chicago $5.61 (authority: Agent Kipp’s 
I. C. C. No. 1489). The present first-class rates from El Paso to Los 
Angeles; Calif., are $2.31 any quantity, $2.20 minimum 5,000 pounds, 
and $2.09 minimum 10,000 pounds. From El Paso to San Francisco they 
are $2.90 any quantity, $2.79 minimum 5,000 pounds, and $2.68 minimum 
10,000 pounds (authority: Agent Haynes’ I. C. C. No. 1382). 

In order to avoid violations of the aggregate-of-intermediates pro- 
vision of section 4 of the interstate commerce act, the rates prescribed 
to El Paso in combination with the present rates from El Paso will 
break down the present through first-class rates to Los Angeles. The 
reductions will be as indicated in the following table: 


El Paso Combination 
Minimum Minimum 


To Los Angeles, Calif. Present Any 5,000 10,000 
from Rate Quantity Pounds Pounds 
WE ERs. Mosie:e siscsieceen $6.11 $5.88 $5.77 $5.66 
PE REIN a tins oirre sintered: 5.78 5.27 5.16 5.05 
ES. re re 5.61 4.94 4.83 4.72 


Combinations over El Paso will even break down the present first- 
class rates from eastern cities to San Francisco, Calif. A few illustra- 
tions of the effect of the prescribed rates upon the present through 
first-class rates to San Francisco appear in the following tabulation: 

Minimum Minimum 


To Sun Francisco, Calif. Present Any 5,000 10,000 
from Rate Quantity Pounds Pounds 
a... rr $5.78 $5.75 $5.64 
oo S| ae aes 5.61 $5.53 5.42 5.31 


Lack of Evidence Alleged 


The California commission asserted that the Commission 
had in effect undertaken to remove alleged undue prejudice 
against the south and a few other areas “by creating numerous 
rate inequalities in the transcontinental rate structure without 
due process or any evidence to support its action.” 

“The declared intention of the Commission later to deter- 
mine whether an investigation concerning class rates within, 
and from and to, Mountain-Pacific Territory will. be necessary, 
in order to apply the uniform classification and in order to 
harmonize such class rates with the class rates herein pre- 
scribed,” the California commission said, “does not assure to 
shippers and carriers in the Mountain-Pacific region an ade- 
quate and nonprejudicial rate structure for future use, unless 
the findings, conclusions and order prescribing the class rate 
scale — in appendix 10 of the report are vacated and 
set aside.” 


Minneapolis Petition 


Reargument and reconsideration in Nos. 28300 and 28310 
are sought by the Minneapolis Traffic Association, in a petition 
filed with the Commission on the association’s behalf by Frank 
B. Townsend. 

“The findings and order in the class rate investigation,” he 
said, “while affording a small measure of relief to petitioner’s 
members, is generally disappointing in that the minimum rate 
prescription for the ad interim rates (sheet 274) and the maxi- 
mum scale of rates (appendix 10) prescribed for the future 
results in increases in rates between Minneapolis and points in 
trunk-line territory and only minor reductions in rates to and 
from central territory. .. .” 
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Mr. Townsend said that the present first class rate of $1.39 
a hundred pounds between Chicago and the Twin Cities would, 
by the Commission’s order in the class rate case, be reduced tc 
$1.25, but that this was still too far above the Official Territory 
class rate scale, under which the rate for the same distance 
would be $1.09, which scale the Minneapolis interests for many 
years had sought to have applied on traffic to and from Chicago 
and Illinois points. He added that Minneapolis industry gen- 
erally did not market in southeastern territory and that the 
prescribed rates would be of no material benefit. He maintained 
that the legality of the Commission’s findings under section 3 
of the act was “open to serious question” and that “the oppos- 
ing interests are prepared to carry their contentions to the 
Supreme Court.” The record, he said, warranted the prescrip- 
tion of the present Official scale of class rates between points 
in Official Territory and points in Illinois (including west bank 
Mississippi River points) and upper Michigan, on the one hand, 
and points in northwest territory, on the other. 


Lynchburg, Va., Petition 


The Lynchburg (Va.) Traffic Bureau, in a petition in Nos. 
28300 and 28310, asked for reconsideration and modification or 
vacation of the Commission’s order in these cases and for a 
hearing, saying that the very things that the decision sought 
to accomplish in all territories—“uniformity of charges” and 
“equality of opportunity’—would not be accomplished. It said 
that shoes, clothing, dry goods and notions were rated first 
class in both Southern and Official territories, but were rated 
third class in exceptions to the southern classification on traffic 
moving between Southern and Official territories and rated 
first class within Official. 

“Therefore,” it continued, ‘fon all such shipments moving 
within Official Territory they will be subjected to rates in- 
creased 10 per cent whereas the traffic moving between South- 
ern and Official territory will not be subjected to the increase 
or the reduction. Consequently, shippers within Official terri- 
tory will be forced to pay an increase of 10 per cent without 
any change in the rates on the same traffic moving between 
Southern territory and Official territory. . . . Lynchburg must 
pay an increase in the New York rate of 11 cents, notwithstand- 
ing the fact that Danville (Va.) and Greensboro (N. C.), in the 
first instance, have lower rates than Lynchburg. Greensboro 
already has an unnatural advantage over Lynchburg of 16 cents 
and Danville has an unnatural advantage of 27 cents over 
Lynchburg. However, under the ad interim adjustment, 
Greensboro’s advantage will be increased to 27 cents and 
Danville’s advantage will be increased to 38 cents. ‘a. 
Equality of opportunity and uniformity of charges certainly 
do not mean that Lynchburg should pay the same trans- 
portation charges as a point pays which is located over 
200 miles beyond Lynchburg. . . . The ad interim adjustment, 
if permitted to stand, only means the unjust enrichment of 
our competitors and the impoverishment of Lynchburg. .. .” 


Nevada Commission 


The Public Service Commission of Nevada, addressing the 
Commission in a vein similar to that expressed in the peti- 
tions of other west coast state commissions, asked for vaca- 
tion of the Commission’s order relating to adoption of class 
rates for permanent application and for a further hearing 
after the filing of the uniform freight classification pursuant 
to the findings and decision in No. 28310. It said the effect of 
the order in No. 28300 on Nevada could not now be determined, 
and feared undue advantage to eastern manufacturers in ship- 
ping into Mountain-Pacific territory. 


L. & N. Petition 


The Louisville & Nashville Railroad Co. petitioned the 
Commission for modification of the report and order in No. 
28300 “‘so as to eliminate therefrom any requirement that this 
petitioner shall reduce the truck-competitive class rates gov- 
erned by the Official classification that obtain via the Louisville 
& Nashville between Owensboro, Ky., on the one hand, and 
stations on the Louisville & Nashville in Official Territory, 
including the border points of Cincinnati, O., and Evansville, 
Ind., on the other hand. Such class rates, it said, were pub- 
lished to meet the rates of common carrier truck lines and 
were maintained under permanent fourth-section relief sought 
in F. S. A. No. 19111 and granted by fourth section order 
No. 14594 of April 16, 1942. It added that these rates alternated 
with the Commission-prescribed class rates between the points 
involved. 

“To reduce these alternating truck-competitive class rates 

. . would be not only to violate this fourth-section order but 
to accord traffic between such points lower rates than is con- 
templated under the report and order in this proceeding, be- 
tween such points,” the L. & N. said. 

“A reduction of the rates referred to below that main- 
tained by the common carrier truck lines would operate to 
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leave the Louisville & Nashville without the fourth-section 
relief necessary to accomplish the reduction. .. .” 

The L. & N. said the Commission’s findings should be 
amended so as to effect an additional proviso to the second 
ordering paragraph, to read substantially as follows: 


And provided: That the provisions of this paragraph shall not be 
applicable in connection with class rates governed by the official classi- 
fication published for account of the Louisville & Nashville Railroad 
Company between Owensboro, Ky., on the one hand, and Louisville & 
Nashville Railroad Company stations in official territory, including the 
border points of Cincinnati, O., and Evansville, Ind., on the other hand, 


Fresh Meats and Products to West 


Dissatisfaction of many of the affected interests with the 
Commission’s decision in No. 28978, George A. Hormel & Co. 
et al. vs. Atchison Topeka & Santa Fe et al. and ten sub- 
numbered cases, in which reduced rates on fresh meats and 
packinghouse products from nine midwestern states to nine 
Pacific coast and intermountain states were prescribed (see 
Traffic World, June 16, p. 1579), is shown in petitions filed with 
the Commission by those interests, seeking reconsideration and 
other further action in the proceedings. 

The defendant railroads, in a petition for reconsideration 
and reargument, said that the prescribed rates represented 
reductions of from 30 to. 40 per cent in the long haul rates 
under which the bulk of the traffic in question moved; that 
the key-point rates set forth in appendix B to the Commission’s 
report would break down the transcontinental origin and des- 
tination grouping and create a wholly unworkable adjustment 
productive of section 4 violations, and that “the prescription 
of such a low basis of rates affecting the entire transcontinental 
movement of these high grade commodities is a matter of 
grave concern to the western carriers as they enter the critical 
post-war period of high costs and declining traffic.” They 
averred that the Commission erred in ‘‘placing undue emphasis 
on the relation of the rates on fresh meats and packinghouse 
products to the abnormally low rates on livestock in the eastern 
district.” They contended that the Commission should recon- 
sider and reverse its decision. 

George H. Flagg, public utilities commissioner of Oregon, 
and Paul Revelle, director of the Department of Transporta- 
tion of Washington, joined in petitioning for reargument, re- 
consideration and modification of the order in this proceeding, 
“in behalf of various livestock and farm organizations and 
individual farmers and livestock men, chambers of commerce, 
merchants associations, traffic associations, slaughterers, inde- 
pendent meat packers, stockyards, livestock exchange, and 
numerous other organizations of cattle, hog, and sheep and 
wool growers and producers in the Pacific northwest.” They 
asserted that the prescribed reduction in rates would lower the 
prices the coast packers could or would pay for livestock in 
the Pacific northwest and would seriously injure its livestock 
producers therein. 


“Mountain-Pacific territory,” they said, “is not spelled 
C-a-]-i-f-o-r-n-i-a, much less Southern California or even Los 
Angeles, despite the ‘consuming’ desire of the complainants to 
get into that ‘consuming’ territory and the seeming ignoring 
of the rest of Mountain-Pacific territory at times by the com- 
plainants in their anxiety to move into California and join in 
their song—‘California Here We Come.’ ” 


Inasmuch as the complainants were chiefly interested in 
the consuming markets in southern California, the Oregon and 
Washington officials said, and since there was a surplus gen- 
erally of all kinds of livestock in all other parts of the Moun- 
tain-Pacific area, the Commission should prescribe thereto 
through overhead rates from the midwest other than Denver 
and Gering to southern California, these rates to apply only 
to southern California destinations and based on rates now 
lower than reasonable maxima. If this was not acceptable, 
they added, the Commission should prescribe rates not lower 
than reasonable maxima from these other midwest origin 
points and any reductions prescribed should be made, not on 
the 2595 scale, but on the Cactus scale or some other similar 
scale with entirely different progression than that set forth 
in the decision. 

The Cudahy Packing Co., intervener, supporting the de- 
fendants, said the assailed rates did not hinder the movement 
of fresh and cured pork; that the Commission relied on er- 
roneous and unsound tests to support the finding that the traf- 
fic was not moving freely; that the reduced rates would lead 
to lower prices for meat distributed on the Pacific coast from 
both California and midwestern slaughter; that this, in turn, 
would compel lower prices for livestock in both the midwestern 
and Mountain-Pacific territories that was slaughtered for Cali- 
fornia consumption; that the effect of lowered prices for live- 
stock would be acutely felt by Mountain-Pacific hog producers 
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who were primarily dependent on Pacific coast markets; that 
the present tendency of Mountain-Pacific territory to become 
self-sufficient as to hogs would be reversed; that the reduced 
rates would deprive the transcontinental lines of substantial 
revenues which they were justly entitled to receive, since the 
present rates permitted traffic to move freely, and that the 
complaints should be dismissed. 

Oregon and Washington livestock organizations, styling 
themselves “the Oregon and Washington interveners,”’ asked 
for reconsideration, contending :(1) That the decision failed to 
give proper consideration to the economic and competitive con- 
ditions; (2) that the decision was based largely on the rela- 
tionship in rates between livestock and the products thereof, 
“which is not an issue in this case”; (3) that the Commission 
erroneously found that reduced westbound rates on meats and 
packinghouse products would be beneficial to midwestern hog 
producers and would not adversely affect the livestock pro- 
ducers and packers on the Pacific coast, and (4) that the con- 
clusion that the existing rates were unreasonable was erroneous 
and the prescribed rates unreasonably low. 


The Arizona Corporation Commission, the Wyoming Pub- 
lic Service Commission, the American National Live Stock As- 
sociation, and various other organizations and livestock inter- 
ests in California, Arizona, Idaho, Nevada and Wyoming, join- 
ing in one petition, set forth the contentions, among others, 
that the Commission erred in concluding that the wide spreads 
in rates on meats over those on livestock from the midwest to 
the Pacific coast had enabled the Pacific coast packers to out- 
bid the midwestern packers by a few cents for hogs in western 
Nebraska, Kansas and eastern Colorado; in concluding that the 
fresh meats traffic was not moving freely, in concluding that 
reduced rates on meats would benefit midwestern hog pro- 
ducers, and in failing to conclude that reduced rates on meats 
from the midwest to Mountain-Pacific Territory would irrepar- 
ably damage the livestock producers of the entire west. They 
said the Commission should prescribe a substantially higher 
basis of rates than those fixed in the original report in this 
proceeding. 


Coal, Ky. and Ill. to Chicago 


The Coal Trade Association of Indiana, in an answer to 
the petitions of Middle States Fuels, Inc., Northern Illinois 
Coal Trade Association, Fifth and Ninth Districts Coal Traffic 
Bureau and Belleville Fuels, Inc., for reopening of the proceed- 
ing in No. 23130, Intrastate Rates on Bituminous Coal Between 
Points in Illinois, in which the petitioners asked the Com- 
mission to bring about conformity of its order in No. 23130 
with its order in No. 28629, Commonwealth of Kentucky vs. 
Illinois Central et al. (259 I. C. C. 259), said that the outstand- 
ing orders in No. 23130 should not be vacated, but that in lieu 
thereof the carriers should be required to reduce all rates to 
Chicago from all of the Indiana and Illinois coal mine groups by 
10 cents a ton (see Traffic World, Sept. 1, p. 554). 

Such a reduction, the Indiana association said, would be 
“necessary to maintain the differentials established in the 
Illinois-Indiana Coal Cases and re-affirmed in the decision of 
the Commission in the case of West Kentucky Coal Bureau vs. 
Illinois Central R. R. Co., 172 I. C. C. 279.” In all other re- 
spects, it said, the reports and orders in the present proceedings 
should remain in full force and effect. 


Railroad Reply Filed 


Railroads respondents in No. 23130 have filed with the 
Commission a reply to the petitions of Middle States Fuels, 
Inc., and the other petitioners for reopening of the proceeding, 
asking that those petitions be denied. 

“Petitioners argue,” the railroads said, “that the recent 
order in No. 28629 changed the relationship which must be 
maintained between western Kentucky and southern Illinois, 
but did not change the relationships which they say must be 
maintained between western Kentucky, on the one hand, and 
the Indiana groups and the other groups in Illinois, on the 
other. . . . They say that because of the order in No. 16340 
(Illinois-Indiana Coal Cases, 128 I. C. C. 265), a 10-cent reduc- 
tion in the western Kentucky rate requires corresponding reduc- 
tions in the rates from all the Indiana mines and from all 
the Illinois groups except southern Illinois. 

“But if that argument is sound, then it must follow that 
the rates from southern Illinois must also be reduced 10 cents 
per ton, for in No. 10783, The Illinois Coal Cases, 1920, 62 
I. C. C. 741, 64 I. C. C. 751, the Commission prescribed certain 
fixed differentials between the northern Illinois, Springfield, 
Belleville, and southern Illinois groups on coal moving to the 
northwest, including Chicago, and ordered the carriers to estab- 
lish differentials no greater nor less than those therein pre- 
scribed. Northern Illinois, Springfield, and Belleville were 
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required to be respectively under southern Illinois, 70 cents, 
30 cents, and 10 cents. The northern Illinois differential was 
later modified by the action of the Commission in No. 23130 
. . . so as to be 75 cents under southern Illinois. This order 
in No. 10783 is still outstanding and if, as urged by petitioners, 
the carriers were to reduce the rates from northern Illinois, 
Springfield, Belleville, and the other Illinois and Indiana groups 
by 10 cents per ton, then by the same token the carriers 
would have to reduce the southern Illinois rate 10 cents in order 
to comply with the order in No. 10873. This of course would 
be an absurd result, for a reduction in the rate from southern 
Illinois would seem to require or at least lead to a reduction 
in the rate from western Kentucky because of the findings 
of the Commission in No. 28629, and the whole cycle of reduc- 
tions would begin again and go on ad infinitum.” 


Interstate Automobile Rates 


General Motors Corporation, in a reply to the proposals 
filed by the Chrysler Corporation and five other automobile 
manufacturers in response to the Commission’s order of July 9 
in No. 28190, New Automobiles in Interstate Commerce, in- 
viting the parties to the proceeding to furnish proposals re- 
specting reasonable minimum weights and maximum rates on 
new automobiles (see Traffic World, Sept. 1, p. 552), asserted 
that under any rate adjustment that the Commission might 
prescribe Chrysler would be unaffected, “since it is not in 
position to determine by what mode of transportation the traf- 
fic would move.” 

“In other words,’ General Motors said, “the Chrysler 
dealer controls the routing of the Chrysler cars.” 

After referring to the suggestion by Chrysler and the 
other companies joined with it that the Commission prescribe 
maximum rates 50 per cent of first class, rather than 75 per 
cent, minimum 10,000 pounds, General Motors said: 

The record indicates...that in general the Chrysler dealer is 
not interested in a cheap or reduced rail rate. Nor does the record 
show that Chrysler dealers are dissatisfied with the existing rail rates. 
On the contrary, the testimony of Chrysler dealers plainly indicates 
that a reduction in the rail rates sought by Chrysler would reduce the 
dealer’s profits. It thus appears that the shipper of Chrysler automo- 
biles is the dealer and that the dealer is not here complaining. 


General Motors reiterated its position that the existing 
rail rates were not shown to be unreasonable, unjustly dis- 
criminatory, or otherwise unlawful under the act, and that the 
carriers should be left free to continue exercise of their man- 
agerial discretion in establishing rates for transportation of 
automobiles in accordance with the economics surrounding the 
automobile traffic. 


UNION PACIFIC BOND REFUNDING 


In an application docketed as Finance No. 15035, the Union 
Pacific Railroad Co. has asked the Commission for authority 
to issue refunding mortgage bonds, series B, in the aggregate 
principal amount of $81,602,000, to be dated October 1, 1945, 
and to mature October 1, 1990, and has explained in the applica- 
tion that the purpose of the issuance of the series B bonds is 
to call for redemption, on December 1, its refunding mortgage 
bonds, series A, of which $81,602,000 are outstanding. 

The new bonds are to bear interest at the rate of 3 per 
cent per annum. The old (series A) bonds to be redeemed bear 
3% per cent interest and are due June 1, 1980, according to the 
application. The applicant says that the refunding mortgage 
will provide for an annual sinking fund paYment to be made 
on or before August 1, 1947, and on the same date each year 
thereafter, of the smaller of (a) $430,000 or (b) an amount 
equal to the net income after fixed charges of the applicant 
for the next preceding calendar year, less the sinking fund 
payments required to be made in the then current calendar 
year under provisions of three indentures described in the 
application. The applicant states that the new (series B) bonds 
may be called for the sinking fund on October 1, 1947, or on 
any interest payment date thereafter, and that premiums on 
redemption of these bonds will range from 5 per cent of 
principal if redeemed on or before October 1, 1953, downward 
through a described progression of years to one-half per 
cent if redeemed on or before October 1, 1988. 

“Because of present favorable market conditions,” the 
Union Pacific says, “it is deemed by applicant a prudent course 
to refinance the old bonds because of the lower rate of interest 
at which a new issue can probably be sold.” 


RAIL RATE DIVISIONS ON CHATT 
The Chicago, Burlington & Quincy, the trustee of the Alton 
and the trustees of the Missouri Pacific have filed with the 
Commission a petition in No. 15234, In the Matter of Divisions 
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of Freight Rates in Western and Mountain-Pacific Territories, 
asking for modification of the Commission’s order of June 10, 
1929, in this proceeding so as to permit publication by the 
respondents of special divisions of joint rates on shipments of 
chatt (used principally for track ballast, according to the 
petition) from the so-called Tri-State ore field in northeast 
Oklahoma, southeast Kansas and southwest Missouri to points 
on the Burlington and the Alton on Western Trunk Line terri- 
tory. 

The three applicants said that there was a prospective 
movement of chatt from points on the Missouri Pacific in the 
Tri-State ore field to points on the Burlington and Alton in 
W. T. L. territory, and that these three carriers desired to 
establish ‘the same division of joint rates on chatt as are 
now in effect between the respondent carriers in the two 
territories named in the Commission’s orders of January 27, 
an” April 15, 1937, June 7, 1943, March 6, 1944, and June 4, 
1945.” 


Refrigerator Car Substitution 


Substantially the same territory is involved in second re- 
vised service order No. 104, Substitution of Refrigerator for 
Box Cars, as in the original service order No. 104, it was said 
at the Commission’s offices (see Traffic World, Sept. 1). 

The original order, designed to prevent shortage of rail- 
road equipment, empty mileage of freight cars, and congestion 
of traffic, was applicable on transcontinental westbound ship- 
ments destined to points in California, Idaho, Arizona, Nevada, 
and Utah (see Traffic World, Jan. 23, 1943, p. 204). There were 
subsequent amendments. The second revised order specifies 
the same states except that only a portion of Idaho is included. 

Effective September 2, through April 1, 1946, the second 
revised order applies to railroads transporting westbound ship- 
ments in carloads originating at points shown as origin points 
in Agent L. E. Kipp’s tariffs, I. C. C. Nos. 1492 and 1493, sup- 
plements thereto or reissues thereof, destined to points in 
California, southern Idaho (on the Union Pacific main and 
branch lines across southern Idaho, including the line from 
Pocatello to the Montana-Idaho state line, and the branches 
north of Blackfoot, Ida.), Arizona, Nevada, or Utah, or west- 
bound shipments in carloads originating at points in Utah and 
destined to points in California or Nevada. 

Railroads transporting such shipments are directed by the 
order, when freight to be transported is suitable, and facilities 
are suitable, for loading in RS type refrigerator cars and when 
such refrigerator cars are reasonably available, to furnish and 
transport not more than three (with certain exceptions) such 
refrigerator cars in lieu of each box car ordered, subject to the 
carload minimum weight that would have applied if the ship- 
ment had been loaded in a box car. 

The order provides that on shipments on which the car- 
load minimum weight varies with the size of the car, two of 
the refrigerator cars shall be furnished in lieu of one box car 
ordered of a length forty feet, seven inches or less, subject to 
the carload minimum weight that would have applied if the 
shipment had been loaded in a box car of the size ordered. 

The order also requires that on shipments on which the 
carload minimum weight varies with the size of the car, three 
of such refrigerator cars shall be furnished in lieu of one box 
car ordered of a length of forty feet, seven inches, but not over 
50 feet, seven inches, subject to the carload minimum weight 
that would have applied if the shipment had been loaded in a 
box car of the size ordered. 


VEGETABLE REFRIGERATION ORDER 


Amended general permit No. 4, under revised service order 


No. 346, has been issued by Director Clinger, of the Commis- 
sion’s Bureau of Service (see Traffic World, Sept. 1). 

Under the general permit, railroads were permitted to 
disregard the provisions of the revised service order in so far 
as it applied to the quantity of retop ice furnished at Chicago 
and East St. Louis, Ill., St. Louis, Mo., and Memphis, Tenn., 
one time only. The general permit was made effective at 
12:01 a. m., August 30. 

The revised service order prohibited initial bunker icing 
or reicing of bunkers in transit cars loaded with vegetables 
originating in certain western states when such cars had been 
top iced or retop iced. 

A second amended general permit No. 4 under revised 
service order No. 346, effective August 30, at 2 p. m., adds 
Decatur, Ill., to the list of cities at which railroads may dis- 
regard the provisions of the revised service order in so far 
as it applies to the quantity of retop ice furnished at those 
points, one time only. 

By third amended general permit No. 4 under revised 
service order No. 346, Director Clinger, of the Commission’s 
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Bureau of Service, has edded Peoria, Ill., to the list of cities 
at which railroads might disregard the revised service order’s 
provisions in so far as that order applied to the quantity of 
retop ice furnished at those points, one time only. The amended 
order was made effective August 31, at 12:01 p. m. 

Amended general permit No. 3, effective September 5, at 
12:01 a. m., permits railroads: 


To disregard the provisions of revised service order No. 346 in so 
far as it applies to initial bunker icing only on straight carloads of 
carrots, broccoli or cauliflower, also mixed carloads of broccoli with 
cauliflower, also any shipment of fresh or green vegetables when loaded 
in a refrigerator car having a height of less than seven (7) feet, inside 
measurement, originating at points in California. 


General permit No. 6, effective August 31, at 12:01 a. m., 
permits railroads: 


On any straight or mixed carload of vegetables, originating at any 
point in Colorado, to disregard the provisions of revised service order 
No. 346 in so far as it applies to the furnishing of one retop icing in 
transit only, with not to exceed 12,000 pounds of retop ice, at any 
point west of the Mississippi River on such cars when destined Arkansas, 
Texas, Oklahoma and Louisiana. 


Amended general permit No. 7, effective September 6, at 
12:01 a. m., permits railroads to disregard the provisions of 
paragraph (c) (1) of the revised service order in so far as 
it applies at St. Louis, Mo., or at any point east of the 
Mississippi River. 


Demurrage Order Suspensions 


The Commission, division 3, by amendment No. 2 to service 
order No. 242-B, Demurrage on Box Cars, effective Septem- 
ber 7, at 7 a. m., has suspended service order No. 242-B that 
placed heavy demurrage charges on the loading and unloading 
of box cars to speed up the movement of freight in the face 
of an inadequate box car supply (see Traffic World, March 17, 
p. 653). The suspension was made effective until further 
order of the Commission. 


By amendment No. 1 to service order No. 246-B, Demurrage 
on State Belt Railroad of California, effective September 7, 
at 7 a. m., until further order of the Commission, the division 
also suspended service order 246-B. Under that order, the 
railroad was directed to apply specified demurrage charges 
to any closed box car used for transporting any commodity to, 
from, or between industries, plants, or piers located at specified 
points or places. 


The division also issued service order No. 113-A, effective 
September 7, at 7 a. m., vacating service order No. 113, De- 
murrage Charges on Flat Cars (see Traffic World, March 6, 
1943, p. 544). The original order provided increased demurrage 
charges on flat cars in order to prevent delay, a shortage of 
railroad equipment, and congestion of traffic. 

It was said that at the Commission’s offices that other 
service orders relating to demurrage that were still in effect 
included No. 87 on reduction of free time on cars loaded with 
cannel and bituminous coal; No. 112 on limitation of maximum 
free time allowed at destinations on refrigerator cars loaded 
with fruit or vegetables; No. 180, on refrigerator cars; No. 188, 
applying to refrigerator cars on the State Belt Railroad of Cali- 
fornia; No. 183, on reduction of free time at north Atlantic and 
Pacific coast ports; No. 312, on reduction in free time at Gulf 
ports; and No. 328, relating to demurrage on covered hopper 
cars. 


Plea to Vacate Service Orders 


Undaunted by the denial by the Commission, division 3, 
of its earlier petition for the setting aside of 13 service orders 
limiting refrigeration of certain perishable foods, restricting 
accessorial services or imposing penalty demurrage charges 
(see Traffic World, Aug. 25, p. 494), the National League of 
Wholesale Fresh Fruit and Vegetable Distributors has filed with 
the Commission a document designated as an “appeal for 
consideration by full Commission of petition to vacate certain 
service orders.” 


The league noted that three of the service orders in ques- 
tion—Nos. 318, 323 and 332—had been vacated since its original 
petition was denied. It alleged that with respect to service 
orders Nos. 180, 300, 330, 343, 344, 345 and 346, “the imposi- 
tion of penalty or any increased rates or charges without ful- 
filling the due process provisions prescribed in the interstate 
commerce act is without the province of the Commission and 
is not directly or indirectly authorized by said act.” It con- 
tended that the definition of “car service” in section 1(10) of 
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the act precluded any action by the Commission dealing with 
the charges under the emergency car service provisions of the 
act. 

“To use the authority conferred under paragraphs 14 or 15 
of section 1 to curtail ‘protective service’ or to impose increased 
rates, charges or penalties, without hearing,” said the league, 
“would make a mockery of the rate-making and due process 
provisions of the act, as there would be no limit to the action 
of the Commission to increase any rate or charge on the grounds 
that the use of ‘car service’ was involved.” 

Raising the question whether the Commission had been 
reasonable or consistent in its restrictions on icing, the league 
said that it was “significant” that the Commission had not 
prohibited or restricted the use of ice for perishables other than 
fresh fruits and vegetables. 

“Beer, packinghouse and dairy products, and often canned 
goods have been free of all such restrictions all during the 
period of time when ice restrictive orders applied to fruits or 
vegetables,” the league declared. “We have been unable to 
learn why the failure or refusal of the railroads or refrigerator 
car lines to provide ice for protective service for fresh fruits 
and vegetables, for which they obtained service orders, was 


not extended to other and often less perishable commod- 
GR ns ae 


GULF PORTS DEMURRAGE ORDER 

The Commission, division 3, has issued amendment No. 1 
to service order No. 312, Reduction in Free Time at Gulf Ports 
(see Traffic World, June 2, p. 1451). The amendment was effec- 
tive September 6, at 7 a. m. 

The amendment applies the order’s provisions to intrastate 
and foreign traffic as well as interstate traffic, and directs that 
they shall not apply to coal or coke. 

Pertinent portions follow: 


It is ordered, that: 

Service order No. 312 (10 F. R. 6315) be, and it is hereby, amended 
by substituting the following paragraph (C) for paragraph (C) thereof: 

(C) Application. (1) The provisions of this order shall apply to 
intrastate and foreign traffic as well as interstate traffic. 

(2) The provisions of this order shall not apply to coal or coke. 
(40 Stat. 101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 1 
(10)-(17).) 


COTTON PERMIT SERVICE ORDER 


Appointments of permit agents to issue permits pursuant 
to paragraph (c) of service order No. 249, Movement of Cotton 
Under Permits (see Traffic World, Nov. 11, 1944, p. 1237), have 
been revoked by Director Clinger, of the Commission’s Bureau 
of Service, as follows: R. R. Huth, Ashdown, Ark.; H. C. Baker, 
Ft. Smith, Ark.; W. D. Kizer, Trumann, Ark.; L. T. Collins, 
Hughes, Ark.; and J. R. Wilkins, Marvell, Ark. 

The following permit agents were appointed to issue per- 
mits: H. D. Phillips, Ashdown, Ark.; H. P. Merritt, Ft. Smith, 
Ark.; Ellis Cockrell, Trumann, Ark.; N. L. Graves, Hughes, Ark.; 
Guy Fears, Leachville, Ark.; L. T. Collins, Marvell, Ark.; and 
M. S. Waggoner, Osceola, Ark. 


PAPER UNLOADING ORDER 


Reporting that certain cars containing newsprint paper at 
St. Louis, Mo., on the Illinois Terminal railroad, have been on 
hand for an unreasonable time, and that the delay in unloading 
the cars is impeding their use, the Commission, division 3, has 
issued service order No. 353, Paper at St. Louis, Mo., Be Un- 
loaded. The order directed the I. T. to unload “forthwith” nine 
specified cars containing newsprint paper consigned to the St. 
Louis Globe-Democrat. 


STATUS OF O .D. T.-W. S. A. 


In a report to the President by the Attorney General con- 
cerning the limitation, suspension, or termination of emergency, 
national defense and war legislation, it is pointed out that the 
Office of Defense Transportation was created by Executive 
Order 8989, December 18, 1941, as amended, and that the 
order “contains no termination provisions.” Reference is made 
to other executive orders prescribing duties of the O. D. T. 

The War Shipping Administration, it is pointed out, was 
created by Executive Order 9054, as amended, which contains 
no termination date for the W. S. A. Certain functions of 
W. S. A. are subject to termination six months after the ter- 
mination of the present war as proclaimed or such earlier 
date as may be designated by the President or Congress. 

The broad basis of governmental power on which the vari- 
ous emergency and wartime statutes rest could not be said to 
have been terminated by recent developments, including the 
unconditional surrender of our enemies, said Attorney General 
Clark. Formal proclamations, in the opinion of the Attorney 
General, will have to be issued by the President to prescribe 
termination dates. He pointed out that Congress could at any 
time repeal or amend any wartime statute or group of statutes. 
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President's Message to Congress 


“Prompt resumption of the normal operation of our mer- 
chant marine to expedite the restablishment of our foreign trade 
is a major part of general reconversion from a wartime to a 
peacetime economy,” said President Truman in a message sent 
to Congress September 6. 

“The Maritime Commission has already received numerous 
inquiries and applications from potential purchasers of ships at 
home and abroad for private ownership and operation. 

“It is recommended that suitable legislation to permit such 
sales be expedited so that the uncertainty about the disposal of 
our large surplus tonnage may be removed. In this way, Amer- 
ican shipping companies may undertake commercial operation 
as rapidly as ships can be released from government control, 
and the foreign markets can also be used for selling those ves- 
sels which are in excess of the needs of our postwar American 
merchant marine and national defense.” 

The President recommended that Congress release the funds 
for the highway program authorized under the federal aid high- 
way act of 1944. Under this act, said he, $500,000,000 had been 
authorized for the first year and $500,000,000 for each of the 
two succeeding years, making a total authorization of $1,500,- 
000,000. With the states’ share of the cost included, this would 
provide a total highway construction program of $3,000,000,000 
for a three-year period, said he. 

“IT recommend that the Congress appropriate $25,000,000 to 
continue the construction of the Inter-American Highway 
through the Central American Republics to the Canal Zone,” he 
continued. 

“I recommend that the Congress enact legislation to pro- 
vide the necessary airports and airport facilities to serve the 
great needs of an expanded postwar air transportation and com- 
merce. A well-planned airport program would improve trans- 
portation, amplify the usefulness of the airplane, and contribute 
to a healthy aircraft manufacturing industry. 

“The Congress now has before it a survey of the present 
and future needs for airports in the United States prepared by 
the Secretary of Commerce. This report indicates the necessity 
for approximately 3,000 new airports and for improvements to 
more than half of the existing 3,000 airports. The report recom- 
mends that the program be spread over a period of ten years 
and that the cost be shared equally between federal and non- 
federal governmental agencies. I recommend passage of appro- 
priate legislation to implement this program.” 

The President urged enactment of legislation providing for 
additional river valley authorities, citing the Tennessee Valley 
Authority as having inspired “regional resource development 
throughout the entire world.” 

Appropriations to carry forward authorized river and har- 
bor and flood control projects were recommended by the Presi- 
dent. 

Amendment of the fair labor standards act to provide a 
substantial increase in the present minimum wage of 40 cents 
an hour was recommended by the President. 

Extension of the second war powers act beyond December 
31, to permit exercise of controls authorized therein to permit 
“an orderly transition to a peacetime economy” was recom- 
mended by the President. 

The President again recommended that Congress grant him 
authority to take the initiative with respect to reorganization 
of government departments and agencies. He recommended that 
the Fair Employment Practice Committee be made permanent. 


O. D. T. Personnel Changes 


The resignation of J. M. Hood as southern director, rail- 
way transport department, Office of Defense Transportation, 
effective September 1, has been announced by the O. D. T. 

Mr. Hood, who is president of the American Short Line 
Railroad Association, has held his post with the O. D. T. since 
March, 1942. The O. D. T. also announced that J. P. Kiernan, 
assistant southern director, railway transport department, had 
been appointed acting southern director. Before going to the 
O. D. T. in December, 1942, Mr. Kiernan was employed by the 
Akron, Canton & Youngstown railroad and by the National 
Mediation Board. 

The O. D. T. also announced the resignation of Neil S. 
Laidlaw as associate western director-ports, of the railway 
transport department, effective September 1. Mr. Laidlaw had 
held this position since May, 1942, said the O. D. T., adding 
that he was formerly Pacific coast manager of the Calmar 
Steamship Corp. of New York. Mr. Laidlaw, who resides in 
Oakland, Calif., would become associated with the San Fran- 
cisco Port Authority as of September 1, the O. D. T. announced. 

It also announced that D. J. McGarity, O. D. T. district 
port manager at Portland, Ore., since June, 1942, had been 
appointed to succeed Mr. Laidlaw. He was previously with the 
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Goodrich Steamship Lines and the International Cellucotton 
Co., said the O. D. T. 

The O. D. T. also announced the moving of the southern 
regional office of the railway transport department from 1212 
Tower building, to Room hh Interstate Commerce Commis- 
sion building, Washington 25, c. 

The resignation of H. ‘a Kelly as director, division of 
materials and equipment, Office of Defense Transportation, and 
his appointment by the Provisional Organization for European 
Inland Transport as its Washington representative, has been 
announced by the O. D. T. Mr. Kelly’s resignation is effective 
September 7, and he takes his new post on September 8: The 
OD. kX. continued: 


The principal activities of the Provisional Organization for Euro- 
pean Inland Transport, an international: body, are to assist in the 
rehabilitation of western Europen transport by rail, highway and water; 
to coordinate the efforts of the military authorities and the various 
governments concerned; and to assure equitable allocations of equip- 
ment and supplies. 

Mr. Kelly, who resides in Washington, D. C., has been with the 
O. D. T. since its establishment in December, 1941. As first chief of 
the allocation section, he organized the O. D. T.’s nation-wide pro- 
cedures and regulations for the rationing of new trucks. In February, 
1943, he became director of the division of materials and equipment, 
in which capacity, among other duties, he represented O. D. T. as 
claimant agency for all forms of transportation under the War Pro- 
duction Board‘s controlled materials plan. 

Before going to O. D. T., Mr. Kelly’s activities included service 
as first automotive trade commissioner to Europe for the Department 
of Commerce, as organizer of the motor-carrier safety regulations of 
the Interstate Commerce Commission, and service with the Central 
Motor Transportation Committee of the Council of National Defense. 


The O. D. T. also has announced that John W. Adelung, 
regional assistant to the director of property operations for 
region No. 1 of the O. D. T. highway transport department, at 
New York City, has resigned. It said Mr. Adelung would join 
oo New York sales division of the Mack International Truck 

0. . 


Transport and End of War 


Revocation of the conservation order freezing railroad pas- 
senger train schedules as of September, 1942, and restricting 
the operation of special passenger trains, special cars and 
extra sections has been announced by the Office of Defense 
Transportation, effective September 16. It continued: 


The restrictions were contained in general order O. D. T.-24, which 
became effective October 4, 1942. The order prohibited the railroads 
with certain exceptions, from running any special passenger train or 
adding new trains to the schedules existing on September 26, 1942, 
or running extra sections to regular trains unless such sections had 
been running twenty per cent of the time during the previous ninety 
days. It also prohibited a railroad from operating any train including 
a car for the exclusive use of any individual or group. 

General order O. D. T.-24 was necessary to conserve railroad equip- 
ment, fuel and manpower under wartime conditions. 


Reservation Time Extended 


Reservations for space on railroad passenger trains, in- 
cluding sleeping car accommodations, may be made 14 days in 
advance, beginning September 9, the O. D. T. has announced. 

Since June 29, the O. D. T., under general order O. D. T. 
52, had prohibited ‘the railroads from selling or allocating space 
on any passenger train more than five days in advance of the 
departure time of the train, said the O. D. T. Previous to that 
time the railroads had set a 30-day advance limit. 


Liquid Transport Department 


Discontinuance of the liquid transport department of the 
O. D. T., that directed and coordinated the wartime flow of 
petroleum, its products, chemicals and other bulk liquids, has 
been announced by the O. D. T. It said: 


The action is effective September 20, and applies to all shippers 
of liquid products in railway tank cars, highway tank trucks and by 
pipelines. 

In a letter of notification Porter L. Howard, director of the O. D. T. 
liquid transport department, and A. V. Bourque, S. F. Niness and 
R. W. Shields, directors respectively of the tank car, tank truck and 
pipeline divisions, commended all shippers of liquid products for their 
‘“‘wholehearted cooperation, the consideration of our problems which 
you have so unstintingly given us, and the important part you have 
played in winning the war. It is a pleasure to inform you that we 
will no longer require any special or general reports, requests for 
permits or other action on your part, as were required during the war. 


C. R. R. of N. J. Service Restored 


The Central Railroad of New Jersey has been authorized to 
restore to service 68 suburban commuter passenger trains be- 
tween New Jersey points and New York City, effective Sept. 16, 
the Office of Defense Transportation has announced. 

The O. D. T. said these trains were discontinued under pro- 
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visions of special order O. D. T. R-7, issued Feb. 24, 1944, and 
in effect since March 12, 1944, now revoked. Suspension of the 
trains, almost all operated in the busy Jersey City-Newark- 
Elizabethport triangle, it continued, was made necessary by the 
interference of commuter service with the Jersey Central’s 
heavy wartime freight traffic in and out of the New York port 
area and the northern New Jersey industrial area. 


Philadelphia and Baltimore Bus Services 


Restrictions on bus service in Philadelphia and Baltimore 
will be lifted November 1, according to the O. D. T. The re- 
strictions were imposed by two O. D. T. special orders, in effect 
since December 28, 1942. Said O. D. T.: 


Special Order O. D. T. LB-6 directed the Philadelphia Transportation 
Co. to suspend operations on bus route ‘‘V’’ on 46th and 47th streets; 
on two routes on Broad street; ‘‘C’’ and ‘‘S,’’ Navy Yard to city line 
and Broad street to 10th and Somerville streets; on two routes on Wal- 
nut and Chestnut streets, ‘‘D’’ and ‘‘N’’ between 8th and 69th streets, 
and between Frankford and Fox Chase; route ‘‘55’’ on York road; route 
‘“‘A.’*? Broad street and Roosevelt Boulevard to Frankford; and route 
“D,’’ Broad and Erie streets, to Roxborough. 

Special Order O. D. T. LB-7 directed the Baltimore Coach Co. to 
suspend operation of route ‘‘A,’’ Charles street bus line, and route ‘‘G,”’ 
Fayette street bus line. 

Annual savings were estimated to 3,400,000 bus miles in Philadelphia 
and 800,000 bus miles in Baltimore. 


Special Vessel Permits Canceled 


Special permits to sell, charter, transfer or operate vessels, 
other than in specified trades, on the inland and coastal waters 
of the United States are no longer necessary, the O. D. T. has 
announced. It continued: 


The permit requirement was canceled through the revocation of 
joint orders of the O. D. T. and the War Shipping Administration (gen- 
eral order O. D. T.-40 and general order W. S. A.-27, in effect since 
July 2, 1942. Under the provisions of these orders, the sale, charter or 
transfer of vessels was regulated to assure adequate floating equipment 
for the movement of all war and essential civilian cargoes into vital 
areas. 


Lawrence C. Turner, director of O. D. T.’s waterway trans- 
port department, said the operation of the orders had con- 
tributed in a large measure to the record cargoes carried on 
inland waterways during the war period. 


Return of T. P. & W. 


The Office of Defense Transportation announced, late 
September 6, that it would return the Toledo, Peoria & West- 
ern Railroad to its owners at 12:01 a. m. (Central War Time), 
October 1. 

“The order terminating possession and control of the rail- 
road was issued with the approval of the Director of the Office 
of Economic Stabilization,” the O. D. T. said. 

It noted that the T. P. & W. had been taken over by the 
federal government under an excessive order of the President 
on March 22, 1942, adding that this was “the first wartime 
seizure of any private property by the federal government.” 


After mentioning the fact that Holly Stover, of the O. D. T. 
railway transport department, had served as federal manager 
of the railroad, the O. D. T. said that “‘the labor dispute which 
led to the government taking over the T. P. & W. remains 
unsettled.” 


Truck Rationing Off December 1 


The Traffic World Washington Bureau 


The Office of Defense Transportation announced, Septem- 
ber 7, that rationing of all commercial motor trucks, truck 
trailers, trailers, and truck chassis would be terminated De- 
cember 1. 

District Offices Close November 1 


All district offices of the O. D. T. highway transport 
department will close November 1, that agency announced 
September 7. 


B. & G. RETURNED TO OWNER 


William H. Davis, Director of Economic Stabilization, has 
announced termination of operation by the War Department of 
the Bingham & Garfield Railway Co., Salt Lake City, Utah. 
The department, by direction of the President, took control of 
the property January 25, 1945, because of a strike following 
refusal of employes to accept recommendations of an emer- 
gency board made under the railway labor act. 

Mr. Davis said that steps were being taken, in connection 
with return of properties taken over by the government on 
account of labor trouble, to assure payment of retroactive wage 
increases directed by the National War Labor Board where net 
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operating income earned in the period of government operation 
was available for that purpose. He said he had asked the War 
Department and the Office of Defense Transportation for as- 
surance that before final accounting, net operating income 
earned by seized properties in the period of government opera- 
tion would be applied to the payment of any back pay still 
due _— the directive orders of the National War Labor 
Board. 

In making the request, Mr. Davis said that in certain cases 
the executive orders directing seizure by the War Department 
and O. D. T. authorized payment of past-due wage increases 
specified in W. L. B. orders only out of the net operating in- 
come of the plants in the period of their operation. 

The executive order directing the O. D. T. to take over the 
Toledo, Peoria & Western did not contain such a provision as 
referred to by Mr. Davis. 


POTATO SHIPPING ORDER OUT 


Because supplies of Irish potatoes will be more than suffi- 
cient to meet anticipated government requirements, the U. S. 
Department of Agriculture has terminated War Food Order 
120. In explanation the department said: 


This order, restricting shipments from various producing areas, was 
issued in December, 1944, to assure availability of good quality pota- 
toes for the armed forces and other government agencies and to pre- 
vent diversion of seed potatoes from planting areas. The order was 
applied only to those areas where it was difficult to obtain supplies 
needed by the armed forces, or to maintain orderly movement of seed 
potatoes. 

The order has been in effect for varying periods in 10 states—in 
all of Colorado, and in specified counties of Oregon, Idaho, California, 
Maine, North Dakota, Minnesota, Michigan, North Carolina, and Vir- 
ginia. 





JAP BEETLE RESTRICTIONS LIFTED 


Shipments of fruits, vegetables and cut flowers from the 
area heavily infested with the Japanese beetle will not be sub- 
ject to restrictions of the federal quarantine after specified 
dates this year, the U. S. Department of Agriculture has an- 
nounced, adding: 


Cut flower shipments will not need the beetle certificate after 
September 30. After those dates the danger of infestation of these 
products will have ceased throughout the heavily infested area. The 
heavily infested area includes all of Delaware and the District of 
Columbia, portions of Maryland, New Jersey, and Pennsylvania, and 
a few counties in both New York and Virginia. 

After August 30, shippers no longer need obtain certificates in 
moving fruits and vegetables, except green ear corn, from any part 
of the area heavily infested with Japanese beetles. 

After September 12, shipments of green ear corn may be moved 
without certification from any part of the heavily infested area. 

After September 30, cut flowers will not need to be certified for 
movement from any part of the heavily infested area. 

These termination dates are for the present season only. Quarantine 
regulations are administered by the Bureau of Entomology and Plant 
Quarantine. The period when the inspection is required each summer 
is based on seasonal observations of the heavy flight of the beetle. 

Soil and nursery stock are subject to inspection requirements 
throughout the year when shipped interstate from any regulated area 
to points outside. 


COAL TO AND FROM PORT AREAS 


By issuance of amendment No. 1 to its_general permit 16B-1 
effective as of September 1, the Office of Defense Transportation 
has, in effect, abolished the permit requirement heretofore in 
effect in the war period with respect to movement of coal or 
coke into and out of port areas in the United States and Canada. 
The general permit, governing movement of coal for export 
through ports, had been issued under general order O. D. T. 
16B, subjecting shipments to port areas to O. D. T. control, 
under a permit system. 


COAL SHIPMENT APPEAL 


Deputy Solid Fuels Administrator Charles J. Potter has 
urged -producers and wholesalers of bituminous coal to ac- 
celerate shipments to retail dealers who normally purchase 
only one or two cars in an entire year. 

The appeal was issued on receipt of information indicating 
that some producers and wholesalers were delaying shipments 
~ — coal to the “small” dealers, said Mr. Potter, 
adding: 


It is obvious that retail dealers dependent-upon such shipments 
must obtain this coal sufficiently in advance of the heating season to 
enable them to meet requirements of their customers by the time 
winter sets in. Shippers must assume their share of responsibility for 
preventing hardship among consumers during the fall and winter. 

Particular attention must be given to the needs of retail dealers 
dependent solely upon scarce Appalachian-produced bituminous coal. 
The customers of these dealers generally have no alternative coals 
upon which to rely in a pinch. It is imperative, therefore, that ship- 
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pers speed up the movement of solid fuels to dealers who receive only 
one or two cars a year. 

Only a few weeks remain before householders in some sections may 
have to fire their furnaces. Their needs must not be neglected while 
the shipments to dealers receiving large tonnages proceed according 
to schedule. 


Tire Rationing 


Rationing of tires should remain only so long as the differ- 
ence between supply and demand makes orderly distribution 
without rationing impossible, the Rubber Industry Advisory 
Committee has been told by War Production Board officials and 
an Office of Price Administration spokesman, says W. P. B. 

Truck tires probably would be removed from rationing be- 
fore passenger car tires and new cars would be supplied with 
only four tires so long as tires still were needed for rolling 
wheels now on the road, it was indicated. 

Rumors that had been sweeping the country that rationing 
of certain categories of tires would be lifted immediately were 
unfounded, W. P. B. said. Tires designated as ‘factory sec- 
onds,” military surplus tires, and all other passenger and truck 
tires now being rationed will continue to be rationed. 

The Rubber Bureau of W. P. B. has recommended that all 
federally-owned manufacturing facilities be kept in production 
as long as tire rationing remains and perhaps for some time 
thereafter, said W. P. B., adding: 


Consideration of the post-war supply of natural rubber was shelved 
until definite information is received from the liberated areas of the 
Far East. Until this information is available and until some knowledge 
is gained of what the additional supplies of natural rubber will cost, 
it is impossible to determine the amount of synthetic rubber that will 
be required by industry, the committee members agreed. 

However, a program was outlined for improving the quality of 
certain products when increased supplies of natural rubber become 
available. One of the first major items in which more natural rubber 
will be used is truck tires. 

The committee was given tentative tire and tube production sched- 
ules through 1946. They call for 66,000,000 passenger automobile and 
motorcycle tires in 1946, an all-time high. The previous peak output 
was 53,000,000 in 1941. In the last three months of this year 11,774,- 
000 are scheduled. Of next year’s total 44,000,000 will be available for 
civilian replacement and export. 

Planned truck and bus tire production is 4,480,000 in the fourth 
quarter of this year and 15,380,000 next year. For airplane tires the 
comparable figures are 59,000 and 211,000; for tractor and implement 
tires, 860,000 and 3,375,000; for bicycle tires, 1,800,000 and 8,000,000. 

Cotton tire cord production still is running behind estimated needs, 
the committee was told. Domestic needs are programmed at 252,000,- 
000 pounds against- a rated capacity of 320,000,000 pounds, but current 
production is at a rate of only 210,000,000 pounds because manpower 
shortages still exist. 

Estimated United States consumption of high-tenacity rayon cord 
in 1946 is 185,000,000 pounds. The industry has capacity for 240,000,000 
pounds and it is expected that about 200,000,000 pounds will be pro- 
duced. 

Rosins, of which synthetic rubber and rubber manufacturing employ 
about 10 per cent of total production, will remain below demand for 
some time. Every effort will be made to have sufficient rosin allocated 
to the rubber industries to avoid limiting production. 

Carbon black needs for 1946 are estimated at 977,000,000 pounds 
with present annual production about one billion pounds. 


BUS FARE INCREASE PROTEST 


Increases in rates, fares, and charges in All American 
Bus Lines, Inc., tariff M. P. I. C. C. No. 164 and nine other 
named tariffs or supplements published to become effective 
October 1, have been protested by the Price Administrator and 
Economic Stabilization Director. The tariffs were originally 
published to become effective September 1, but a postponement 
was obtained. 

Should the change in fares be permitted to become effec- 
tive, said the protestants, in a petition to the Commission, the 
cost of transportation to the traveling public, when utilizing 
the services of All American Bus Lines, Inc., would be sub- 
stantially increased. The protestants said there had been no 
showing that the present fares were not yielding a fair return. 





TRUCK PRODUCTION REPORTS 


Truck and truck trailer manufacturers have been reminded 
by the War Production Board that although restrictions on 
quantities and types of items have been removed, producers are 
still required to report on production and forecast of pro- 
duction. ; 

In a letter to manufacturers, W. P. B. called attention to 
the importance of the reports showing actual production and 
of forecasts reflecting actual planned production based on sup- 
pliers’ promises as well as the producer’s own production ability. 


“Production of both military and commercial trucks will 
continue to be reported on Form WPB-4291 or some other desig- 
nated form,” said W. P. B., adding: 

Production of military trailers over 10,000 pounds carrying capacity 
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will be reported on Form WPB=4291 and commercial trailers over 10,000 
pounds carrying capacity on Form WPB-3972 as in the past. 

No general priorities assistance or controlled materials allotments 
for production of trucks or truck trailers will be made for the fourth 
quarter of 1945. After September 30, 1945, all AA ratings and Con- 
trolled Materials Plan allotments will be cancelled. Emergency assis- 
tance only will be given after that date and only to eliminate bottle- 
necks in production. 

The letter warns manufacturers that although most frozen sched- 
ules on automotive components, such as engines, axles, wheels, trans- 
missions, etc., are still in effect, present ratings for commercial 
vehicles will not continue after September. 30, 1945, which means such 
component orders will be removed from the frozen schedules and com- 
ponents must be obtained on an unrated or open-end basis. 


RADIO FOR DELIVERY TRUCKS 


The Federal Communications Commission has granted con- 
struction permits to U-Dryvit Auto Rental Co., Inc., to experi- 
ment with radio communications between delivery trucks and 
a central office in Boston, Mass. The commission said three 
portable and portable mobile stations would be instailed on 
vehicles owned and operated by the company. 

The purpose of the experiment, it said, was to determine 
the feasibility and practicability of dispatching service through 
a central station, along with the rental of trucks. It said the 
applicant hoped to obtain information regarding the cost of 
such service, savings in time, gasoline, etc., effected by the use 
of radio, and technical requirements of the equipment to be 
used, with the ultimate objective of renting radio-equipped 
trucks. 

The equipment, it said, would employ frequency modula- 
tion with a maximum power of 50 watts. The research, tests 
and experiments will be carried out by the manufacturer, Fed- 
eral Telephone & Radio Corporation, the commission says, 
while radio stations will be under the absolute control of the 
applicant. 


VETERANS AND TRUCKING BUSINESS 


Explaining that “in some cities 80 per cent of the requests 
from veterans are for trucks and other automotive equipment,” 
the American Trucking Associations, Inc., has announced publi- 
cation by it of a 64-page guidebook, pocket-size, entitled ‘Get- 
ting Into the Trucking Business,” for veterans of World War II. 

The A. T. A. said that the guidebook would be distributed 
by it and its 52 affiliated state associations and would also be 
distributed by the Veterans’ Administration, American Legion, 
Veterans of Foreign Wars, and other organizations counseling 
the returning service men. It said the guidebook contained in- 
formation about federal and state regulations affecting com- 
mon, contract, cartage and private motor carrier operation; in- 
surance, routes, tariffs, and rates, equipment, types of service, 
occupational opportunities in the trucking industry, rules of 
the Commission and the Office of Defense Transportation, oper- 
ation and safety regulations, and other material. 


FORD RECONVERSION PLANS 


The Ford Motor Co. plans to more than double its former 
quota of 39,910 automobiles and to quadruple its truck sched- 
ule during the final months of 1945, Henry Ford II, executive 
vice president, said September 2. Warning that strikers among 
the thousands of Ford suppliers could halt the entire system of 
automobile production, Mr. Ford added: 


Ford should reach its low point in employment within the next ten 
days and thereafter jobs should increase steadily until peak production 
is reached early in 1946. The government’s cooperation in releasing 
materials, making quick settlements on war contracts, and disposing of 
government property, materials and machinery will speed reconversion. 
As to materials, the steel situation is looking brighter every day and 
should be nearly normal by October or November. Tin and rubber are 
still on the critical list and textiles may be a real problem later. The 
Ford Motor Co. faces the reconversion task confidently. 


NEW WHITE TRUCK CO. STORES 

In implementing the new policy of the White Motor Co. of 
offering all-inclusive truck service under one roof, the company 
has set up a tire and accessory sales department, and has 
established regular accessory stores in the company’s branches, 
distributorships, and dealer outlets. The accessory stores 
closely connected with the parts departments, offer tires, bat- 
teries, lamps, heaters, safety devices, defrosting equipment, 
horns, and other merchandise for truck operators. White’s tire 


and accessory sales department is managed by Ernest O. 
Kampmeier. 


FRUEHAUF RECONVERSION POSTERS 
The Fruehauf Trailer Co., Detroit, is distributing through 
state trucking associations a series of colored posters hailing 
the accomplishments of motor transport in the recent war and 
calling attention to the role of the truckimg industry in the 


post-war period. Copies of the posters may be obtained from 
Les Allman, vice president, 
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One of the oldest of the moves 
toward elevating the level of traf- 
fic management is the proposal 
that some sort of an institute be 
established to set up minimum 
standards of qualification and ex- 
perience necessary for the desig- 
nation of a traffic manager. 

The subject has been discussed 
over along period. Several of the 
national organizations in the field 
have had committees studying the 
prospects and have adopted favor- 
able resolutions in general terms. 
There have even been one or two 
incipient attempts to set wp such 
an institute, none of which, how- 
ever, has as yet shown signs of 
bearing fruit. 

To those who favor the idea, 
the need for a concrete proposal 
has been apparent. If the cause 
is to be carried further, they 
argue, there ought to be a specific 
plan for such an institute set up 
for consideration around which 
discussions can center. 

Such a concrete plan is con- 
tained in this article, written by 
the professor of transportation of 
the Wharton School, University 
of Pennsylvania, a man of wide 
practical and academic traffic ex- 
perience, and the vice-president, 
education and research, of the 
Associated Traffic Clubs of Ameri- 
ca. 





e For nearly twenty years the ad- 
vantages and problems of the es- 
tablishment of a national professional 
institute in the field of transportation 
and traffic management have been 
discussed by those interested in the 
advancement of transportation. The As- 
sociated Traffic Clubs of America, rep- 
resenting people in all aspects of the 
traffic field, has been actively interested 
in the development of a sound program 
of professional education and develop- 
ment for a number of years. Since 1927 
it has had a Committee on professional- 
ization which has canvassed the views 
of many leaders in the field, promoted 
discussion of the subject, studied the 
experience of many professional socie- 
ties in the United States and Great 
Britain, and otherwise assisted in crys- 
talizing opinion on the subject. 
_ Haste has been made slowly because 
it is imperative that, if those in trans- 
portation and traffic work are to build 
a professional society and achieve genu- 
Ine professional status, the foundations 
must be laid on bedrock and the struc- 
ture built of sound materials. It is not 
a mushroom growth but an oak that 
must be planted and developed. If the 
institution is improperly set up and col- 
lapses, it is unlikely that a second op- 
portunity will be presented—certainly 
not for many years. 


Is the Time Now? 


The consideration of the problems of 
organization has now proceeded to a 
point where the evidence is clear that 
there is need for such an institute and 
that the great majority of traffic men 
in the field are eager to have the oppor- 
tunity of establishing their qualifica- 
tions for membership. The time appears 
to be at hand to draw a blue-print, or 
at least to present an architect’s draw- 
ing of the plans of the proposed institute 





Plan for a Traffic 
Management Institute 


Existing Organizations in the Traffic Field Would, 
Under the Plan Proposed Here, Jointly Sponsor the 
American Institute of Traffic Management to Estab- 
lish Educational Standards, Conduct Studies and 
Confer Professional Designations on Qualified Men 


in the Field 


By G. LLOYD WILSON 


for consideration and discussion. The 
trend toward professional organization 
in other vocational groups has been so 
rapid in recent years and the need of 
the demonstration of the qualifications 
of transportation and traffic men by im- 
partial and objective standards has be- 
come so urgent, that many believe the 
time for action has come. 

So that there may be definite pro- 
posals for critical consideration and dis- 
cussion, this article is presented as a 
general statement of the author’s own 
views as a target for criticism and as a 
magnet for suggestions. If there is a 
better plan of action, now is the time 
for it to be presented. 

Before presenting briefly the author’s 
plan, it is appropriate to consider some 
reasons for professionalization. 


Traffic Management as a Profession 


Traffic management offers an attrac- 
tive field for life work. It is a vocation 
of professional status, judged from the 
standpoint of all of the requirements of 
a profession. It is based on technical 
data available for study; it offers rea- 
sonable compensation in proportion to 
ability and effort; a chance for advance- 
ment commensurate with the talent and 
devotion of the worker; an interesting 
employment; a high ethical standard, 
and, finally, a large measure of the 
satisfaction that comes only to those 
who devote their lives to the service of 
the public and to the advancement of 
society through employment in a so- 
cially useful occupation. 

A significant professional development 
is going on in many branches of busi- 
ness today. The traffic manager is be- 
ginning to assume—along with the ac- 
countant, the engineer, and the sales, 
advertising and purchasing technicians— 
a leading role in business and govern- 
ment service. Today, technical service 
of various sorts, coordinated in the serv- 
ice of society by skilled executives, is 
coming to be more and more important 
in business enterprise, in government 
services, and other phases. of economic 
activity. 

Not long ago, the executive heads of 
many American business houses were 
inclined to question the need for traffic 
managers to attend to their traffic and 
transportation affairs. Many executives 
felt that they could not afford to have 
traffic departments, for traffic managers 
were then considered by many as either 
innovations or supernumeraries in busi- 
ness. Some executives were likely to 
ignore or look askance at the compara- 
tively small number of enthusiastic men 


who insisted that the management of 
the transportation work of carriers and 
industrial and commercial establish- 
ments was a highly specialized, tech- 
nical task that required the services of 
thoroughly trained specialists. Those 
who had faith in what could be accom- 
plished through the efforts of traffic 
specialists urged that the entrusting of 
the traffic affairs of a business concern 
to qualified persons was a move ‘that 
would be repaid with good returns in 
more efficient and economical transpor- 
tation. 

Many executives continued to disre- 
gard these suggestions, just as once 
there was scepticism that trained ac- 
countants, sales managers, engineers, 
purchasing agents, advertising men, and 
attorneys could handle the affairs of 
industry more efficiently than the old- 
fashioned ‘office men” who were jacks- 
of-all-trades and masters of none. 


The scoffers have suffered from the 
lack of expert traffic supervision of their 
affairs. Each year has witnessed the 
enactment of new federal and state laws 
affecting commerce and trade that gave 
the shippers and carriers new rights and 
altered responsibilities. Progressive in- 
dustrial and commercial organizations 
were convinced of the value of traffic 
departments and gradually supplanted 
their antiquated shipping organizations 
with departments under the supervision 
of competent traffic managers. 


Appreciation of the Value of Traffic 
Management 


The executive heads of the. leading 
business concerns in all kinds of indus- 
try and commerce are becoming con- 
vinced of the value of competent traffic 
managers and well-organized traffic and 
transportation departments. These de- 
partments have demonstrated that sav- 
ings can be achieved by obtaining trans- 
portation service at reasonable freight 
rates and that earnings can be increased 
by opening new markets and sources of 
supply through the application of traffic 
techniques and judgment to problems 
of distribution and supply. 


Traffic managers are coming to be 
appreciated by business executives as 
indispensable members of commercial 
and industrial organizations. Their serv- 
ices, in conserving the expenditures of 
the companies’ finances in the develop- 
ment of their earning capacities, have 
been found to be indispensable, espe- 
cially in periods of business depressions, 
or in periods of transportation strin- 
gency. 
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TRAFFIC WORLD 





getting your products to market. 


New handling methods—addi- 
tional equipment—trained per- 
sonnel—up-to-the-minute motive 
power—all these and more are 
ready now to go to work for Erie 


shippers, old and new. 


Serving the Heart of Industrial America 


? Krie Railroad 
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The keen commercial competition of 
our times has made it necessary that 
every economy be practiced and that 
every possible source of legitimate gain 
be exploited to keep pace with compe- 
tition. Railroad, water, highway, pipe 
line, and air transportation and traffic 
procedures have become so complex to 
the uninitiated that the smaller business 
houses are being faced with the alter- 
native of obtaining competent traffic as- 
sistance or suffering commercial anni- 
hilation. 

Unfortunately, however, industry as 
a whole is not yet fully alive to the 
importance of the industrial traffic man- 
ager’s contribution to business. Many 
manufacturers and wholesalers and re- 
tailers have no traffic departments or 
have inadequately organized depart- 
ments under the direction of shipping 
clerks, whose time is taken up with the 
routine work of shipping and receiving. 
These departments are without means 
of doing the things that make the traf- 
fic departments business builders rather 
than mere clerical organizations, 
financed as necessary evils out of the 
general overhead fund. ; 

The commercial and industrial con- 
cerns that have well equipped traffic 
departments are in the vanguard of 
progress. The rewards of business are 
to those who see opportunities in ad- 
vance of others and take advantage of 
them. 

Leading American business concerns 
employ the services of traffic and trans- 
portation men and are organizing and 
enlarging their traffic and transportation 
departments. Many of the larger indus- 
trial and commercial enterprises are 
represented by their traffic managers in 
the National Industrial Traffic League, 
Shippers’ Advisory Boards, and other 
national traffic organizations. The Re- 
gional Advisory Boards are contribut- 
ing a great service to American com- 
merce by cooperating with the railroads 
in estimating transportation require- 
ments so that railroad cars may be dis- 
tributed efficiently over the country 
without unnecessary surplusages or par- 
alyzing shortages. The success of these 
boards has been an outstanding develop- 
eet in the field of transportation since 

Traffic managers of leading business 
enterprises are cooperating in other 
ways,—through the Associated Traffic 
Clubs of America, through local com- 
mercial and industrial traffic associa- 
tions, through boards of trade and cham- 
bers of commerce, through trade organiz- 
ations, and through the local traffic clubs. 
Everywhere traffic managers are work- 
ing toward the goal of adequate trans- 
portation at reasonable costs. 

A generation ago production was the 
vexing problem of industry. Greater 
mass production was necessary so that 
unit prices might be reduced and goods 
brought within the reach of larger num- 
bers of buyers. The success of American 
industry in this field is well known 
throughout the world and has been con- 
spicuous in the conduct of the war. 
Large-scale production is one of Ameri- 
ca’s outstanding contributions to world 
progress. 

The problem now is not so much to 
increase preduction as to facilitate dis- 
tribution. The distribution of* goods 
economically and quickly is a most 
pressing industrial and commercial 
problem. Business men are coming to 
appreciate the importance of this prob- 
lem and are turning to specialists in 





selling, advertising, and transportation 
to contribute their specialized skill in 
the solution of the distribution problem. 


Is Traffic Ready for Professionalization? 


Many prominent men in the traffic 
profession believe that the future rate of 
progress of the transportation industry 
will be determined, in part at least, by 
the organization of a professional asso- 
ciation within the industry. This asso- 
ciation would undertake the dual task 
of promoting the best interests of the 
industry outside the profession and de- 
veloping higher standards of training 
and preparation within the profession. 

A professional association of traffic 
managers is needed in this country for 
several reasons. It is needed to conduct 
impartial scientific investigations into 
transportation and traffic techniques and 
to publish its findings for the benefit of 
the transportation industry and the pub- 
lic. It is needed to encourage young men 
and women of ability to enter the pro- 
fession as a life work. It is needed to 
encourage those in the business to con- 
tinue their studies and combine study 
with experience, seeking to improve 
themselves and make themselves more 
valuable to their employers and to them- 
selves. It is needed to give greater 
solidarity and esprit de corps among the 
members of the profession. 

All of the numerous reasons which 
have influenced any group to organize 
for professional, promotional, and educa- 
tional work are present in the traffic 
field. Accountants, purchasing agents, 
bankers, engineers, insurance men and 
transport managers in Great Britain 
have found it to be advantageous to the 
individual worker, to the profession as a 
whole and to industry, to organize and 
develop the best interests of themselves 
and their calling. 

The traffic field, at this stage of its 
development, is ready for organization. 
The transportation industry is one of the 
basic industries of the United States. It 
has developed a body of technical, 
economic, and legal data which must be 
understood by those who hope to ad- 
vance in the work. It is a public service 
in which the entire public is interested. 
Other groups are organized to assist 
beginners and those in the field along 
the pathway to greater usefulness and 
success and traffic men should do no 
less. The industry has developed a 
group consciousness which facilitates 
organization. 

A number of able men have achieved 
positions of prominence in the field 
through their efforts and opportunities 
and many of these men are willing and 
eager to assist others for the good of the 
profession. Substantial progress has 
been made in developing a literature 
of transportation and traffic manage- 
ments; and universities, colleges, eve- 
ning schools, extension schools, corres- 
pondence courses, and study groups have 
assisted in training many for more effec- 
tive service and advancement. 

Much has been done—but not enough. 
A professional association of traffic 
managers is needed to accomplish these 
results in the opinion of the author, 
based on conditions in the field of in- 
dustry and transportation viewed in the 
light of the experience of other profes- 
sional groups. 


A Proposed Institute 


The organization of a _ professional 
association of traffic management should 
be sponsored by traffic and transporta- 
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tion organizations already within the in- 
dustry, in order to integrate the work 
of the professional institute with the 
established organizations of traffic and 
transportation people. It would be un- 
fortunate indeed if the proposed profes- 
sional institute were regarded as a 
usurper or rival of these organizations. 
Rather, it should be considered the edu- 
cational and professional auxiliary of all 
recognized transportation and_ traffic 
management associations. 


The sponsoring organizations should 
criticize, advise and endorse the _pro- 
gram and foster the organization of the 
American Institute of Traffic Manage- 
ment, assist in guiding its activities, and 
encourage carriers and industries to as- 
sist their employees in acquiring techni- 
cal traffic education and training. 


The financial burden, although con- 
siderable, need not be exorbitant. The 
national organization would logically be 
composed of public spirited officers who 
would contribute their advice and coun- 
sel without compensation. A reasonable 
allowance is needed to finance the office 
of an educational director for office and 
clerical expenses, the services of ex- 
aminers, and reasonable compensation 
for the time required in the work of 
preparing educational materials and 
guidance of the educational program. 

Local transportation and traffic man- 
agement in many cities could and should, 
whenever possible, cooperate with col- 
leges or universities or other institutions 
by sponsoring resident classes in trans- 
portation and traffic management, in 
order to avoid duplication of effort and 
in order to enjoy the advantages of 
cooperative effort of the professional 
groups and the educational institutions. 


Opportunities must be opened to am- 
bitious men and women to fit themselves 
for a life’s work of effective and intelli- 
gent service in the field of transportation. 
The transportation field owes every 
worker this opportunity, as it is ex- 
tended to those in accounting, banking 
and engineering, law, medicine, insur- 
ance and other fields. Otherwise the 
transportation field cannot hope to at- 
tract and hold the men of talent and am- 
bition the carriers and industries need 
In this business era when intelligence, 
diligence, and earnest men and women 
are so badly needed to readjust the 
economic machinery of this country. The 
institute should be open to all who are 


ready and able to establish their quali- 
fications. 


Aims of the Institute 


The aims of the American Institute of 
Traffic Management should be to: 


(1) Foster and promote the exchange of 
information, experience and ideas and co- 
operation among its members. 

(2) Establish educational and experience 
standards for the profession of traffic manage- 
ment. 

(3) Conduct impartial scientific study of 
the technique of transportation and _ traffic 
management and to publish the findings for 
the benefit of its members and the profession 
generally. 

_ (4) Encourage persons of ability to enter 
and to remain in the profession as a life 
work. 

(5) Award to properly qualified traffic man- 
agers merited professional recognition by ap- 
propriate professional certification and desig- 
nation. 


Membership and Eligibility 


The membership of the American In- 
stitute of Traffic Management, it is sug- 
gested, should consist of four grades o 
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members, designated, respectively as fel- 
lows, members, associate members, and 
student members. 


The Fellows Grade 


It is suggested that the institute 
should have as its highest designation 
the grade of fellow. There are many 
traffic managers who have attained high 
executive positions in the profession who 
should not be required to take the ex- 
aminations the members of the other 
grades should be required to take. To 
exclude these traffic managers would be 
a grave injustice to the individuals and 
a loss to the group. The Committee on 
eligibility and membership should have 
full authority to elect fellows to the 
institute on 4/5 affirmative vote, on the 
nomination of the fellows and the sub- 
mission of their records of achievement 
and the -appropriate evidence of their 
qualifications. Those accepted for this 
grade of membership should be granted 
a certificate and the designation Fel- 
low Institute of Traffic Management. 
(Fi-TM.). 


This policy was used by the American 
Society of Mechanical Engineers in its 
early life so that mechanical engineers 
of high standing would not be excluded 
from the Society,. provided the high 
standard of qualification was met. 


The Member Grade 


In order to be eligible to take the ex- 
aminations to become a member of the 
institute, it is recommended that an 
applicant should: 


(1) Be at least thirty years of age and of 
good moral character. The good moral char- 
acter of the applicant is assumed when he is 
employed by a reputable employer. 

(2) Have at least ten years satisfactory 
traffic management experience. Graduation 
from an accredited -university or college 
should count as at least two years experience. 

(3) Possess a certificate of graduation from 
a four-year high school or training, which in 
the opinion of the committee on eligibility 
and membership, is equivalent to such train- 
ing. However, if a candidate presents a state- 
ment from the Registrar or Director of Admis- 
sions of a standard college or university, 
certifying that the applicant’s record has been 
examined and that said standard college or 
university would admit him as a regular 
student in the freshman class without condi- 
tions, this certification will be accepted as 
evidence of the fulfillment of the requirements 
for entrance to the examinations. 


When the applicant has passed the ex- 
aminations given by the board of ex- 
aminers it is recommended that he re- 
ceive a diploma or certificate and the 
right to use the designation Chartered 
Traffic Manager, (C.T.M.). 

The examination fee, initiation fee, 
and dues should be a reasonable sum 
assessed by the Executive Committee of 
the Institute and used to defray the 
reasonable expenses of administering 
the Institute’s educational and examina- 
tion program. 


The Associate Member Grade 


The institute should establish the 
grade of associate member in order that 
the younger men of the profession may 
be included in its membership. It is 
suggested that the eligibility require- 
ments for this grade should be the same 
as the grade of member, with but two 
exceptions. One exception is that only 
five years practical experience in the 
profession of traffic management be re- 
quired. The other is that the minimum 
age should be 25 years. 





When the applicant has passed the re- 
quired examinations for this grade, and 
is thus an associate member, he will re- 
ceive a diploma and the right to use 
the designation, Chartered Associate 
Traffic Manager. (C.A.T.M.). 


Student Members 


The. membership of the institute 
should include the grade of student 
member. This grade is needed to give 
the beginners entering or engaged in 
the profession the benefits which the In- 
stitute has to offer. 


An applicant, in order to be eligible 
for this grade, should: 


(1) Be at least 18 years of age. 

(2) Have at least one year of satisfactory 
experience in the field of traffic management. 

(3) Possess a certificate of graduation from 
a four-year high school. The same exception 
should be made for the student member as 
for the member in this respect. 


No examinations should be given to 
applicants for membership in this grade. 
Student members should be encouraged 
to study the materials or courses sug- 
gested by the board of examiners, and 
they should also try to move to the 
next higher grade as soon as possible. 

Student members should not have the 
right to use any designation, nor should 
they have the right to take any official 
part in the affairs of the Institute. 


Management of the Institute 


The American Institute of Traffic 
Management should be managed by an 
executive committee. 


It is suggested that the officers of the 
institute consist of the following: 


A President. ; 

A Vice President for each major rate terri- 
tory: New England, Trunk Line, Central 
Freight Association, Southern, Western Trunk 
Line, Southwestern, North Pacific Coast, and 
Pacific Coast. 

A Secretary. 

A Treasurer. 

A Dean or Director of Education. 

An Executive Committee. 

A Board of Examiners or Eligibility and 
Membership. 


The duties of the above officers should 
be those which are usually associated 
with these offices or indicated by their 
titles. 


Education and Examination Program 


The education of the younger men en- 
gaged in the profession should be one 
of the primary functions of the Ameri- 
can Institute of Traffic -Management. 
The profession is in need of some asso- 
ciation, such_as the institute, to super- 
vise the education of the younger men 
engaged in traffic management. Today 
there is no agency,—except the colleges 
and universities with courses in traffic 
management and commercial traffic 
schools—to perform this function. There- 
fore, it is suggested that the institute 
should give this advantage to the am- 
bitious men engaged in the profession. 


The examinations- of the _ institute 
should be the associate examination and 
member examination. The board of ex- 
aminers should have control over these 
examinations. It should be the duty of 
the board to prepare courses of study 
and recommend materials to be used in 
the preparation of students for these 
examinations. 


The dean or director of the institute 
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should administer the educational pro- 
gram subject to the direction of the 
president and executive committee. The 
educational program of the American 
Institute of Traffic Management should 
not stop when its members have passed 
the required examinations. The annual 
conferences dnd the regular meetings of 
the institute and local chapters should 
be educational meetings. At these meet- 
ings professional papers should be read 
and discussed. Thus, the institute can 
perform a permanent educational serv- 
ice to the traffic managers of the United 
States. 


The examination fees, initiation fees, 
and dues should be fixed by the execu- 
tive committee of the institute. They 
should be sufficiently low so as not to 
be a burden upon those seeking to 
qualify, but they should be adequate, 
to permit the Institute to carry on its 
program without being handicapped by 
lack of funds. 


In this manner the traffic manager’s 
program should be comparable to that 
of the accountant whose _ profession 
recognized years ago the need of a com- 
prehensive business education for the in- 
dividual who aspired to become a Certi- 
fied Public Accountant. (C.P.A.). 


The eligibility requirements as stated 
are considered high. It is absolutely 
necessary to keep these requirements 
high. It is necessary to insist on high 
school graduation or its equivalent as a 
prerequisite if the institute is to have 
any standing with American institutions 
of learning and if the C.T.M. recogni- 
tion is to enjoy the dignity of the C.P.A., 
C.L.U. (Certified Life Underwriters), 
and other professional designations. 

The C.T.M. and C.A.T.M. designations 
should be, therefore, professional des- 
ignations. They should denote more 
than that the holder of one or the other 
has attained definite educational stand- 
ards by passing examinations, and has 
mastered his general and_ technical 
training by experience. They should in- 
dicate that the traffic manager has spent 
much time and effort in preparing him- 
self to render a high type of service 
to the public and that he will continue to 
merit the confidence of the public by 
keeping abreast of his subject. 


Summary 


The field of traffic management ap- 
pears to have developed from a vocation 
to a quasi-professional status as a re- 
sult of the development of techniques, 
the growing body of specialized statute 
and court-made law, and the increased 
appreciation of the need for training. 
Like other professional groups, - those 
engaged in transportation and _ traffic 
work, can best achieve the ends of im- 
proving their own training and encour- 
aging the development of those enter- 
ing the field by the establishment of a 
professional society. Such a professional 
society should have the support and 
encouragement of leaders in the field, 
including the traffic clubs, educational 
groups, and associations of workers in 
the field. Membership in the profes- 
sional society should be open to all 
qualified persons and should be divided 
into grades representing progressive 
levels of attainment, established by the 
successful passage of comprehensive ex- 
aminations. Liaison between the society 
and educational institutions should be 
maintained by the organization of a 
student membership grade. 
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Retirement Board 1944-45 Figures 


Railroad Retirement Board benefit payments certified in 
1944-45 reached a record total of $142,528,000, the record being 
attributed mainly to the growing number of employe annuitants 
on the retirement rolls, and to the increasing number of death 
cases handled. The rise in benefit payments over the preceding 
year was greater in 1944-45 than in 1943-44—5.4 per cent com- 
pared with 3.3 per cent. For the last few months of the last 
fiscal year payments were averaging about $12,250,000 monthly. 
Employe annuities accounted for 84 per cent of the total pay- 
ments in 1944-45, only 1 per cent more than in the previous 
year. Pension payments declined from 12 per cent in 1943-44 
to 9.6 per cent in the year just ended, while lump-sum death 
benefits rose from 4.4 to 5.4 per cent in the same period. 

The number of applications for retirement annuities rose 
sharply in 1944-45, the rise being attributed to the effect on 
older men of the strain of working under wartime conditions, 
and the approaching end of the war in Europe. By the end of 
the year the board was receiving applications at the rate of 
more than 2,100 a month, the highest for the last five years. 
The total for the fiscal year was 23,705 applications, 17 per cent 
more than in the preceding year and only 10 per cent less than 
in 1939-40. 

During the year, 13 per cent of the former carrier pen- 
sioners on the rolls July 1, 1944, were removed because of death. 
The number of deaths reported was 2,705, or an average of 
225 a month. 

The board stated that unemployment insurance activities 
during the year were somewhat above the extremely low levels 
reached during the preceding year. A total of 8,959 applications 
for certificate of benefit rights was received during the year, 
representing an increase of 31 per cent over the preceding year, 
although they were only 41 per cent of the number received 
during 1942-43. New accounts were established for 5,792 work- 
ers, and 626 workers exhausted their benefit rights during the 
year. Unemployed workers filed 34,874 claims for benefits, 7,379 
more than during the previous year, though the 1944-45 claims 
load was only 35 pr cent of that in 1942-43. The Chicago region 
led all others in receipts of claims as well as of applications for 
certificate of benefit rights, claims filed in that region amounting 
to 20 per cent of the total for the year. The Minneapolis region 
ranked second (19 per cent); Atlanta, third (16 per cent); and 
New York, fourth (15 per cent). 

The net amount of unemployment insurance payments to 
railroad workers during the year was $727,697, the amount be- 
ing 33 per cent larger than in the preceding year. 

The board stated its employment service completed the 
most active year in its history. Including placements of indi- 
viduals referred by the U. S. Employment Service to railroad 
employers, the total for the railroad industry during the year 
was 1,493,793. In the eight months period, November, 1944- 
June, 1945, 159,777 placements of servicemen were reported. 
Placements of Mexican nationals totaled 70,424; as compared 
with 45,020 in the preceding year. In the periods July-Septem- 
ber, 1944, and May-June, 1945, 31,843 placements of students 
were reported. Almost 56 per cent of the board’s placements 
during the fiscal year were reported by two regions—34 per cent 
by Chicago and 22 per cent by New York. Another 11 per cent 
was made by the Cleveland region. 

An appropriation of $294,081,000 for the operation of the 
railroad retirement system in 1945-46 was approved by the 
president on July 3. Of this amount, $2,168,000 was set aside 
for administrative expenses, and the remainder for benefit pay- 
ments and investments. Tax collections in 1944-45 totaled $285,- 
038,000, an increase of 6.7 per cent over the previous year. 


PULLMAN CONDUCTORS’ WORKING CONTRACT 


A new working agreement between the Pullman Co. and 
the Order of Railway Conductors, which was signed August 8, 
went into effect September 1, bringing shorter working hours 
to about 2,800 pullman conductors. The contract provides that 
the basic month be reduced from 240 to 225 hours; that the 
basic day be reduced from 8 to 7% hours; and that time and 
one-half began after 235 hours instead of 270 hours. The de- 
duction of sleeping time on night trips of less than 12 hours is 
eliminated. ‘Held for service” credit and pay starts upon the 
expiration of 15 hours at the away-from-home terminal, and 
credit and pay up to 15 hours for each succeeding 24 hours is 
allowed. Revisions in working rules provided for in the agree- 
ment are in line with recommendations handed down last April 
by an emergency board (see Traffic World, May 5, p. 1186), 
said A. G. Wise, O. R. C. general chairman for the Pullman 
system. One union official said that while the improvements in 
the agreement are “helpful and appreciated, the conductors 
feel they are entitled to greater consideration and deserving of 
further improvements in their wages and working conditions.” 
The agreement will run indefinitely, and may be reopened 
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for further negotiations upon written notice from either party. 
Should the Pullman sleeping car services be sold, the national 
railway labor board would probably decide whether provisions 
of the agreement would carry over, according to a Pullman 
company Official. 


Return of Mexican R. R. Workers 


Paul V. McNutt, chairman of the War Manpower Commis- 
sion, has announced that the return to Mexico of the approxi- 
mately 67,000 Mexican railway workers now employed in this 
country, chiefly in western states, will be effected as rapidly 
as their contracts expire. 

The contracts under which the Mexican nationals were 
originally employed were limited to six months and since May 
13 W. M. C. had not permitted contracts to be renewed for 
periods longer than 90 days, Mr. McNutt said. No contract 
would remain in force after November 20 at the latest, he said. 

Mr. McNutt voiced the thanks of the government to the 
railroad workers for their contribution to the war effort of the 
United Nations, saying: 


You have offered your service to American railroads at a time of 
extreme emergency. You are to be commended for taking vital railroad 
jobs when our nation’s labor supply had been depleted. In your per- 
formance of a patriotic service, your government, the Republic of 
Mexico, may justly take pride. You helped American railroads to main- 
tain the supply lines, making possible for the United States and the 


democratic nations of the world to bring the weapons of war to the 
ends of justice. 


Mr. McNutt said that W. M. C. and the Railroad Retirement 
Board through their recruiting organizations would expand their 
efforts to place United States workers in railroad maintenance 
jobs so that repair work on overtaxed equipment can be done 
before winter. The Mexicans are mainly track and roundhouse 
men and were recruited to keep the flow of vital war materials 


moving on American railroads. Commenting further, Mr. Mc- 
Nutt said: 


The policy of recruiting foreign nationals was inaugurated only as 
an emergency measure for the time our own workers were called into 
munitions and other wartime industries. Now that workers are again 
becoming available for peacetime employment, this particular emer- 
gency need must be met by our peacetime labor market. Even if we 
Cesired a temporary stay in authority to recruit foreign workers to 
meet the wartime railroad maintenance problem, which to a certain 
extent will be carried into the peace period, the legal authority for 
such a program is lacking. 

Every effort will. be put forth by the United States Employment 
Service offices and the entire worker recruiting organization of W. M. C. 
anc the Railroad Retirement Board to place American resident workers 
in vacancies on our railroads as those vacancies occur. We will co- 
operate with the railroads to the fullest extent in blending released 
manpower and railroads worker needs. 


EMPLOYE STATUS UNDER RAIL LABOR ACT 

In a brief in Ex Parte 72, Sub. No. 1, a proceeding. insti- 
tuted on application of the Brotherhood of Railroad Trainmen 
for a determination by the Commission of the status of certain 
employes of the Nashville Terminals, Nashville, Tenn., under 
the railway labor act, the Nashville Terminals and the two 
railroads served by it (the Louisville & Nashville and the 
Nashville, Chattanooga & St. Louis) have contended that the 
duties and responsibilities of the stationmasters and assistant 
stationmasters at the terminal—the employes sought to be 
brought under the “employe” definition of the railway labor 
act by the brotherhood—are “so vast” that they should be 
stamped as “officials” rather than as employes or as “subordi- 
nate officials,’”. who might become members of a rail labor 
union. 

The Brotherhood of Railroad Trainmen, in a brief filed in 
Ex Parte 72, Sub. No. 1, has asked that the Commission, in 
connection with its order now in effect with respect to the 
definition and classification of employes and subordinate offi- 
cials, amend or interpret it pursuant to paragraph 5, section 1, 
of the railway labor act, to include under the term “employe” 
the work performed by the stationmaster and assistant station- 
masters employed by the Nashville Terminals, operated jointly 
by the L. & N. and the N. C. & St. L. railways at Nashville, 
Tenn. 


PETROLEUM TRANSPORTATION 


A reduction in rates charged by it for transportation of 
petroleum products through the war emergency pipelines, “Big 
Inch” and “Little Big Inch,” has been announced by Recon- 
struction Finance Corporation, which says: 


The prices at which R. F. C. will sell crude and petroleum products 
on the east coast after September 1, will be a figure which will per- 
mit purchasers to acquire the products at prices equivalent to those 
which they would pay if these products were imported /from the Gulf 
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September 8, 1945 


Coast to the eastern seaboard area by tankers in accordance with War 
Shipping Adminisration rates. Prior to September 1, R. F. C., under 
the subsidy program for the transportation of crude and petroleum 
products to the eastern seaboard area, paid purchasers of these products 
along the eastern seaboard, including purchasers from the war emer- 
gency pipeline, their costs in excess of those which they would incur 
were the products imported in the normal way by tankers. However, 
in view of the termination of the subsidy on September 1, it is neces- 
sary to reduce the pipeline tariff to a rate which is equivalent to cur- 
rent War Shipping tanker rates. 

Through August, 1945, the ‘‘Big Inch’”’ line since commencement of 
operations in February, 1943, has transported to the eastern seaboard 
area approximately 260,750,000 barrels of crude oil (of which approxi- 
mately 46,000,000 barrels were delivered through Norris City, Illinois, 
the balance at Philadelphia and New York) and the ‘‘Little Big Inch’’ 
since commencement of operations in March, 1944, has transported to 
the eastern seaboard approximately 107,125,000 barrels of petroleum 
products at a saving to government of millions of dollars over the cost 
by the more expensive tankcar, barge and other abnormal methods of 
movement. 


~Seamen’s Wages 


The National War Labor Board has directed an increase 
of $45 a month in the base wage of 100,000 seamen in offshore 
dry cargo operations, effective from the date of the elimination 
by the Maritime War Emergency Board of the present “voyage” 
bonus, which at its maximum amounted to 100 per cent of the 
base wage or $100 (whichever was higher) and now averages 
$53 a month. Industry members dissented. 

The order, which may involve an increased cost to the 
United States, has been approved by the Director of Economic 
Stabilization. 

The decision followed public hearings before the board on 
July 19 and 20 on 17 maritime cases, involving seven unions 
and dry cargo shipping companies on the Atlantic, Gulf and 
Pacific Coasts represented by general agents of the War Ship- 
ping Administration, the Pacific American Shipowners’ Asso- 
ciation, and ten other east coast companies. The unions are the 
National Maritime Union, C. I. O.; Marine Cooks and Stewards 
Association, C. I. O.; Marine Firemen, Oilers, Watertenders 
and Wipers Association, Independent; Seafarers International 
Union, A. F. of L.; Sailors Union of the Pacific, A. F. of L.; 
Masters, Mates and Pilots, A. F. of L., and Marine Engineers 
Beneficial Association, C. I. O. 


Thirteen of the cases were certified to the board by the 
U. S. Conciliation Service. The other four cases involve a re- 
quest for reopening of “closed” contracts on the same issues 
involved in the open contracts. 


The seven unions involved asked for an increase in monthly 
base wages and for an adjustment in overtime compensation or 
a further wage increase in lieu of such an adjustment. Sum- 
marizing the issues, the board said: 


The unions contended that such increases were necessary (1) to 
eliminate substandard hourly wage rates; (2) to remove inequities as 
between seamen’s wages and wages in comparable shoreside occupa- 
tions; (3) to offset loss of wages and take-home pay resulting from 
past and anticipated reductions in wage bonuses by the Maritime War 
Emergency Board; and (4) to-insure the adequate manning of the 
merchant marine. 

The operators objected to any wage increase on the grounds that (1) 
present wages are not substandard, taking into consideration subsistence 
furnished by the employer and other contract benefits; (2) no true com- 
parison can be made between offshore and shoreside occupations, but if 
such a comparison were attempted, seamen’s earnings, including ‘‘pen- 
alty overtime’ and other contract benefits, would compare favorably 
with earnings in shoreside occupations; (3) from their inception, war 
bonuses have been related solely to war risk; (4) a wage increase would 
impair the ability of the merchant marine to compete in peace time 
with other forms of domestic transportation and with foreign flag ves- 


sels; and (5) no wage increase can be granted without a change in the 
national wage policy. 


War risk bonuses, as administered by the Maritime War 
Emergency Board, consist of a “voyage” bonus. an “area” 
bonus of $5 a day in areas of particular risk, and a “vessel” 
attack bonus of $125. At present average earnings from the 
“voyage” bonus are $40 in the Atlantic, $72 in the Pacific, or 
$53 overall. 


In a statement accompanying the directive order, the board 
Stated that the “main assumption of the board in determining 
what wage increase is appropriate and the effective date thereof 
is the complete elimination of the voyage bonus. Weighing all 
the equities in the case arising out of the issues of substandard 
wages, overtime, and the elimination of the bonus, and con- 
sidering the fact that the wage increase will not be retroactive 
and the prospect that no part of the increase will take effect 
for at least thirty days hereafter, the National War Labor 
Board is of the opinion that a fair and equitable determination 
of all the wage and overtime issues in dispute calls for an 
increase of forty-five ($45) dollars to all classifications, if and 
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— the present voyage bonus has been completely elimi- 
nated.” 

The board held there was no real issue as to the so-called 
“closed” contracts, involving the Sailors Union of the Pacific, 
the Masters, Mates and Pilots, and the Marine Engineers Bene- 
ficial Association, “since the operators have indicated they are 
prepared to negotiate with these unions on the basis of the 
Board’s decision.” 


Bonus Adjustments 


The Maritime War Emergency Board announced adjust- 
ments in voyage bonus and area bonus for merchant officers 
—_ seamen in all waters where war risk bonuses have been 
paid. 

The adjustments are contained in Decision 2 D, which be- 
comes effective on October 1, 1945, as to all vessels of the 
American merchant marine whether at sea or in port. 

Under the terms of Decision 2 D: 


1. Voyage bonuses are eliminated. 

2. Area bonuses are provided at the rate of $2.50 per day for all 
crew members in three areas: the waters of the Atlantic Ocean imme- 
diately adjacent to the European Continent, the Mediterranean Sea and 
adjoining waters, and the waters of the Pacific and Indian Oceans sur- 
rounding territory formerly held by the Japanese. This area bonus is 
provided to take care of certain potential residual hazards, set forth in 
the decision. 

3. Vessel attack bonus of $125 is continued without change. 


_The board in a statement setting forth the basis of its 
decision, said: 


During the war years, the distribution of war risk at sea has not 
been constant. In the first years of the war there was a pervading risk 
on all oceans. Therefore, the earlier decisions of the board placed 
greater emphasis on increases on voyage bonuses. With the onset of 
offensive action by the Allied Nations, risks became intensified and con- 
centrated in the active theaters of war. Therefore, the board made pro- 
vision for special area and attack bonuses, and began to decrease voy- 
age bonuses. In so doing, the Board gave consideration to a policy of 
making decreases in voyage bonuses in several steps. As a part of this 
policy, the board indicated in anticipation of V-E Day that a global 
voyage bonus floor of 33-1/3 per cent ($40 minimum) would be main- 
tained as long as there were hostilities on any ocean. 

Now, however, hostilities have terminated on all oceans. Conse- 
quently, over-all war hazard at sea no longer exists. Therefore, the 
board has eliminated all voyage bonuses. However, the board finds that 
some risk still exists, but only in specific areas and only by reason of 
residual hazards, such as mines. Therefore, the board has retained 
the vessel attack bonus unchanged, and has continued the area bonus 
in a modified form as compensation for these residual hazards. 


The areas specified in the decision are: 


1. European Area—all waters within the area bounded on the east 
by 60° east longitude to its intersection with the north coast of Russia 
and thence following the coast of continental Europe and Africa to its 
intersection with 12° west longitude; and bounded on the west by 12° 
west longitude. 

2. Mediterranean Area—all waters within the Mediterranean Sea, 
including the Adriatic Sea, the Aegean Sea, the Black Sea, the Sea of 
Azov, the Sea of Marmora, the Dardanelles and the Bosporus. 

3. Pacific Area—all waters within the area bounded on the north 
by 60° north latitude; on the east by the 180th meridian; on the south 
by 13° south latitude; and on the west by 90° east longitude to its in- 
tersection with the coast of continental Asia and thence following the 
coast of continental Asia to its intersection with 60° north latitude. 


The board made no change in war risk insurance. 

The membership of the board, which was established on 
December 19, 1941, is John M. Carmody, chairman, Dr. Frank 
P. Graham and Dr. John R. Steelman. 


SHIP LINE AGREEMENTS 


Two agreements containing similar provisions with respect 
to settlements of claims for losses, damages and shortages, with 
Alaska Steamship Co. as a party to each agreement, have 
been filed with the Maritime Commission for its approval. Both 
agreements reduce to writing the terms of oral agreements 
heretofore in existence. 

In agreement No. 7557, Alaska Steamship Co. and Lomen 
Commercial Co. put into writing an oral agreement effective 
since May, 1938, under which the parties thereto set forth that 
in the past, at Bering Sea anchorage, Alaska, vessels owned 
and/or operated by Alaska Steamship Co. have discharged cargo 
to and received cargo from lighters operated by Lomen Com- 
mercial Co.; that losses, damages and shortages in connection 
with such cargo, on which claims by owners result and are 
allowed by mutual agreement and as to which it cannot be 
determined which company was responsible therefor, are to be 
borne by both parties, each to be responsible for that portion 
of the claim represented by the freight earned by each in re- 
spect thereto and the balance to be divided two-thirds to 
Alaska Steamship Co. and one-third to Lomen Commercial Co., 
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and that the agreement has been extended to cover vessels for 
which Alaska Steamship Co. acts as agent. 

The other agreement, No. 7558, between Alaska Steamship 
Co. and Northern Commercial Co., is similar in its terms, ex- 
cept that as to the ‘‘balance”’ of the losses, damages or shortages 
referred to, provision is made for payment of 50 per cent by 
— Steamship Co. and 50 per. cent by Northern Commer- 
cial Co. 


W. P. B. Import Controls 


Removal of import controls from many materials that had 
been subject to these restrictions during the war was announced 
September 5 by the War Production Board. 

“The action, taken by revision of General Imports Order 
M-63, is in accordance with W. P. B. policy of relaxing wartime 
controls over basic commodities as soon as possible,” it said. 

In order to assist the government’s reconversion and 
stabilization program, it was necessary to continue import 
controls for certain materials in short supply for which this 
country depended entirely, or in part, on foreign sources, 
W. P. B. said. Some of these materials are subject to alloca- 
tion by the Combined Raw Materials Board, while some must 
remain under government purchase. 

Based on the report of W. P. B.’s committee for period 
one (the period between V-E Day. and V-J Day), the amend- 
ment to Order M-63 removes from import control those ma- 
terials which do not meet one of the following criteria: (1) 
the material is under Combined Raw Materials Board alloca- 
tion and import controls such as M-63 is necessary, or (2) the 
material is subject to a public purchase program that it is 
necessary to continue. 

In accordance with this criteria, the following items have 
been removed from M-63: 


Balata; bois de rose oil; bone black, bone char and blood char; 
broomcorn; brushes; cabretta or hair sheepskins; casein; chamois 
leather; cinchona bark; copper; cotton, raw; cotton tracing cloth fab- 
ric; cotton tracing cloth; cotton typewriter ribbon fabric; cuttable 
rough diamonds; emetine; equine leather; feathers; graphite; horse 
hides; ipecac; iron and steel scrap; istle or tampico rope, twine. or 
yarn; leather products; loofa sponges; mahogany logs; mahogany lum- 
ber; quartz crystal; quinine salts or alkaloids from cinchona bark; 
sheep and lamb skins (pickled); sheep and lamb leather (except 
vegetable-tanned); silver ore, bullion and scrap; silver products; sisal, 
henequen and other agave flume tow and bagasse waste; sisal, hene- 
quen and other agave processors’ mill waste; tapioca; wool; and zinc. 


Materials that remain subject to import control under M-63 
are as follows: 


Alpargatas; bones; bovine (buffalo, calf, cattle, kip) hides and 
skins; bovine (buffalo, calf, cattle, kip, etc.) leather; bristles; cattle 
tail hair; chrome ore; coir yarn and coir products; congo gum copal; 
corundum; cotton linters; industrial diamonds; fish liver oil and shark 
liver oil; gluestock and hide cuttings; goat and kidskins; goat and 
kidskin leather; hair curled; hemp (cannabis sativa type); horse mane 
and tail hair; jute (including meshta, punga and urena lobata) fiber 
and products; kapok; lead manufactures (collapsible tubes, foil and 
storage batteries; manganese ore; manila fiber, tow, cordage and 
products; mica; molasses (inedible); newsprint paper; pyrethrum; 
rotenone; sisal, henequen and other agave fibers, cordage and products; 
and vegetable-tanned goat and sheepskins (including India tanned 
skins). 


Further relaxation of import controls was expected to be 
made in the near future, W. P. B. said. 


IMPORTS OF JUTE GOODS 


Consideration is being given to authorization of imports of 
miscellaneous jute goods under General Imports Order M-63 
for consumption in the United States, says the War Production 
Board, adding: 


Included in the miscellaneous category are such items as linoleum 
burlap; paddings and interlinings; woven jute fabric for the manu- 
facture of carpets and felts; webbing, sacking cloth and tarpaulin for 
upholstery; bagging for covering cotton and hop cloth for baling hops. 

All persons desiring to participate in such imports are requested 
to file an application on form W. P. B. 1041 with W. P. B., Washington 
25, D. C., Reference M-63, before September 11, 1945. 


MISSISSIPPI SHIPPING CO. HEARING 


The Maritime Commission has announced that its chief 
examiner or such other official or employe as it may designate 
will hold a hearing September 14, at the Commerce Depart- 
ment building in Washington, on an application of Mississippi 
Shipping Co., Inc., of New Orleans, La., relating to proposed 
operations of Coast Transportation Co. between New Orleans 
and Texas ports. 

The commission noted that Mississippi Shipping Co. was 
“a contractor holding an operating-differential subsidy contract 
granted under the provisions of title VI’ of the merchant ma- 
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(District Court, S. D. New York.) Cause of action based on 
delivery of goods for shipment to foreign port pursuant to 
solicitation therefor with prepayment of freight and failure to 
deliver goods with resulting damages in retrieving and re- 
shipping goods was for breach of contract to carry goods by 
sea and as such within admiralty jurisdiction of federal District 
Court. 

Cause of action based on use of fictitious name by respond- 
ents in holding themselves out as officers, directors and agents 
for corporation and issuing bills of lading for carriage by sea 
in a vessel known to be a yacht prohibited from carrying cargo 
for hire, was either for money had and received or for fraud, 
and in either event was not maritime, but a pure common-law 
action and not within admiralty jurisdiction. 

Admiralty jurisdiction of federal court does not extend 
to any suit not maritime, nor can nonadmiralty causes of action 
be jointed to admiralty ones. (Kaufman vs. John Block & Co., 
60 Fed. Supp. 993.) 





rine act, 1936. It said that that company sought “the written 
permission of the commission to a contemplated extension of 
coastwise services of Coast Transportation Company between 
New Orleans and Texas ports, so that Coast Transportation 
Company may own, operate and control vessels to be engaged 
in such extended coastwise operations, such permission to con- 
tinue in effect so long as Coast Transportation Company is 
owned or controlled, as at present, by its president, or by any 
other person described in section 805(a)” of the merchant ma- 
rine act, 1936. 

Every person, firm or corporation having an interest in the 
Mississippi Shipping Co. application would be permitted to 
intervene, and all interveners would have the opportunity to 
be heard at the hearing September 14, said the commission. 





TANKER SURCHARGES CANCELED 


By its rate order No. 378, surcharges—liquid—bulk liquid 
cargoes—various trades, the War Shipping Administration, 
effective on loadings completed on and after September 1, has 
canceled all surcharges stipulated in currently effective rate 
orders and rate advices and heretofore applicable to basis 
voyage charter rates for the transportation of bulk liquid 
cargoes in various trades. 

Specifically, the surcharges canceled by the terms of the 
order are as stipulated in the following listed rate orders and 
rate advices: 


Rate orders Nos. 334, 335, 336, 337, 338, 339, 340, 341, 342, 343, 
344, 345, 346, 347, 348, and 369. 
Rate advices Nos. 123, 124, 125, 126, 127, 128, 131, and 132. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate order No. 
373, voyage charter rates, newsprint-woodpulp, from New- 
foundland ports to U. S. Atlantic and Gulf ports; rate order 
No. 374, voyage charter rates, coal in bulk, from U. S. Atlantic 
and Gulf ports to the east coast of South America; rate order 
No. 375, voyage charter rates, coke in bulk, from U. S. Atlantic 
and Gulf ports to the east coast of South America; rate order 
No. 376, voyage charter rates, phosphate rock in bulk, from 
Florida ports to U. S. North Atlantic ports, and rate order No. 
379, Surcharge, trade between U. S. Atlantic and Gulf ports 
and Burma. 


NATIONAL FOREIGN TRADE CONVENTION 


The thirty-second National Foreign Trade Convention will 
be held at the Waldorf-Astoria, New York, November 12-14, 
members of the National Foreign Trade Council have been 
advised by bulletin. The convention will discuss policies to be 
pursued to assure the utmost participation by American busi- 
ness in the expansion of world trade. Attendance will be sub- 
ject to government travel regulations in effect at that time. 
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Rail—Water Controversy 


W. S. A. Request for Authority to Operate in Coastwise 
and Intercoastal Trades Opposed by Railroads; 
Administrator Land Charges Rails with “Dog- 
Eat-Dog” Philosophy: Issues Devel- 
oped in Letters to I. C. C. 


J. J. Pelley, president, Association of American Railroads, 

@ on behalf of railroad company members of the associa- 
tion, has asked the Commission to deny the application of the 
War Shipping Administration asking authority to operate tem- 
porarily in the coastwise and intercoastal trades, or, in the 
alternative, that the application be considered and disposed of 


only after public hearing (see Traffic World, September 1, 
p. 571). 


Appended to a letter sent by Mr. Pelley to Chairman Rog- 
ers, of the Commission, setting forth the views of the railroad 
protestants, was a letter stating that T. M. Cunningham, gen- 
eral counsel of the Central of Georgia Railway Co., had asked 
that the Central of Georgia and M. P. Callaway, trustee, be 
excepted from the intervention of the A. A. R. in the applica- 
tion of W. S. A. for leave to operate on the Atlantic Coast until 
December 31, 1945. The A. A. R. amended its answer accord- 
ingly. 

Authority of Commission 


Mr. Pelley, in his letter to Chairman Rogers, said W. S. A. 
Administrator Land had asked that the authority sought be 
granted ex parte and without hearings or other proceedings. 
In support of the request made by Mr. Pelley as to the appli- 


cation, the following was submitted by him for the considera- 
tion of the Commission: 


1. The Commission is without authority to grant the application 
under section 311 of the interstate commerce act.—It will be observed 
that the application is in the nature of a blanket request for authority 
to operate ‘‘between all ports and points along the Atlantic, Pacific, 
and Gulf of Mexico coasts’’—thus including coastal and intercoastal 
transportation—subject only to the limitation that the service shall be 
confined ‘‘between those ports and over those routes between which 
and over which no privately operated common or contract carrier, re- 
spectively, is actually operating.’’ 

Obviously, the limitation to ports and routes where no privately 
operated service is available refers to actual operation of water carriers, 
But section 311 of the act authorizes the Commission to grant temporary 
authority to common or contract carriers by water only to satisfy an 
immediate and urgent need of service ‘‘to a point or points or within 
a territory having no carrier service capable of meeting such need.’’ 
The limitation in the act plainly refers to carrier service broadly, 
whether by rail, highway or water.* Furthermore, the act clearly con- 
templates authority in respect of specified points and territories and not 
blanket authorization. The requested authority would appertain to un- 
specified points and territories and would apply without regard to the 
presence or absence of adequate carrier service by rail and/or highway. 
Hence, the authority would be without sanction under section 311 of 
the act. 

It will be noted that in imposing the limitation referred to, sec- 
tion 311 specifies ‘‘carrier service capable of meeting such needs,’’ 
whereas in specifying the recipients of temporary authority granted 
under this section reference is made to ‘‘common carrier by water or 
contract carrier by water, as the case may be.’’ The use of the general 
term ‘‘carrier service’ in stating the limitation, associated as it is 
the same sentence with specific designation of water carriers as the 
recipients of the authority, would appear to remove any possible doubt 
that the section confers authority upon the Commission only where there 
is no carrier service capable of meeting the transportation needs of the 


port, without regard to whether such service be rendered by water, rail 
or highway. 


Authority of W. S. A. 


2. The War Shipping Administration-is not authorized to operate 
in coastwise, intercoastal, and inland waterway transportation.—The 
War Shipping Administration derives its powers and authority from 
Executive Order No. 9054, February 7, 1942, 7 F. R. 837, as amended 
by Executive Order No. 9244, September 16, 1942, F. R. 7327, and Exec- 
utive Order No. 9350, June 10, 1943, 8 F. R. 7887. Under section 2a(2) 
of the order, as amended, there are expressly excepted from the control 
of the War Shipping Administration ‘‘vessels engaged in coastwise, in- 
tercoastal, and inland transportation under the control of the Director 
of the Office of Defense Transportation.’’ Under Executive Order No. 
8989, establishing the Office of Defense Transportation, emergency 
authority over ‘‘domestic transportation’’ is vested in the Director, and 
“domestic transportation’ is defined as including, inter alia, inland 
waterway, coastwise and intercoastal shipping. It would appear clear, 
therefore, that under the pertinent Executive Orders, the War Shipping 
Administration is without authority to operate in coastwise, intercoastal 
or inland waterway transportation. 


°O. D. T. Involved 


3. The application, on its face, fails to state a case for authority 
under section 311 of the interstate commerce act.—As already stated, 
temporary authority may be granted under section 311 of the act only 
“to enable the provision of service for which there is an immediate and 
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urgent need to a point or points or within a territory having no carrier 
service capable of meeting such need.’’ The application does not allege 
the existence of any immediate and urgent need arising from the ab- 
sence or inadequacy of available carrier service; and in view of the 
existing facts, it could not do so. 

The whole basis of the application, as we understand it, is the 
allegation of a request of June 6, 1945—not exhibited with the applica- 
tion—from the Director, Office of Defense Transportation, for resump- 
tion of coastwise water transportation service between Pacific Coast 
ports for the purpose of relieving war-time rail congestion, coupled 
with the unsupported assertion that ‘‘cessation of hostilities has resulted 
in similar water transportation requirements in the coastwise and in- 
tercoastal service generally between Atlantic, Gulf, and Pacific Coast 
ports in view of the fact that at the present time no privately-operated 
vessels are engaged in that service.”’ 

We ask that the Commission require production of the alleged 
request of June 6, 1945, and we challenge as palpably unfounded any 
assertion that cessation of hostilities has resulted in transportation 
conditions at ports similar to those existing while the war was still on. 
As a matter of fact, the conditions which were in existence on June 6, 
1945, and which it was anticipated would become more and more severe 
with the development of the full offensive contemplated in the Pacific 
area, were changed very materially immediately following the ac- 
ceptance on August 14, 1945, by the Japanese government of the uncon- 
ditional surrender provisions of the Potsdam conference. In fact, fol- 
lowing August 14, the situation as regards service along the Pacific 
Coast or transcontinentally was on August 21 very dissimilar to that 
which was anticipated on June 6. Following the August 14 offer to 
accept the Potsdam terms, a large proportion of the traffic then en route 
to the Pacific Coast for trans-shipment to the Pacific area was stopped 
and diverted. This alone involved more than 10,000 cars. In addition, 
government orders were cancelled, according to the press, representing 
approximately 30 billions of dollars, with the result that the railroads 
never did reach the maximum load predicted by the O. D. T. and the 
armed services. Freight traffic has been dropping as a result of this 
situation very materially and progressively and will be much lighter 
at least until the reconversion period has terminated. Instead of a pros- 
pect of an insufficiency of transportation, which it was thought possibly 
might arise, there is now ample capacity to move promptly by rail all 
property offered. As regards the coastwise traffic on the Atlantic and 
on the Gulf and between the Atlantic and the Gulf, there never has been 
a lack of sufficient capacity to properly serve by rail this territory. 

Hence, there is no emergency involved and there exists no possi- 
bility of traffic in excess of that which the rail carriers can readily 
handie. Therefore, no such situation exists as would warrant exercise 


by the Commission of authority to grant a temporary certificate under 
section 311 of the act. 


“Unfair” to Railroads 


4. Operation pursuant to the authority requested would subject 
the rail carriers to unfair competition without warrant in any public 
necessity.—It should not be forgotten that the railroads have, at an 
expense running to many hundreds of millions of dollars, increased their 
capacity in order to handle the maximum load hitherto anticipated as 
consequent upon this country’s all-out effort in the conduct of the war. 
Authority such as that requested in the application of the War Shipping 
Administration would create an artificial competitive situation to the 
unfair disadvantage of rail carriers which have made these large ex- 
penditures to care for maximum wartime load. We have been advised, 
and believe it to be true, that those water carriers which hold certifi- 
cates now, and which would become the agents of the War Shipping Ad- 
ministration under the authority here sought, would operate under their 
previously existing—and now wholly non-compensatory—rates, and 
would be saved from loss at public expense under the terms of con- 
templated contracts to be entered into with them. The rail carriers 
would thus be confronted with unnecessary, unfair, and subsidized com- 
petition in respect of traffic which they are able, ready and willing to 
transport to the satisfaction of every reasonable public need. 

The subsidy to water operators which would thus be granted is 
without any authority in law, there being no act of Congress authoriz- 
ing such subsidy. The application of the War Shipping Administration, 
therefore, would amount to legislation on this subject and would, by 
indirection, accomplish something which Congress has not authorized. 


Land Regrets “Narrow View” 


Saying that he had been advised by his general counsel 
that the opposition of the railroads to the W. S. A. request 
appeared to be founded primarily on the assumption that there 
was no immediate and urgent need for such operation, War 
Shipping Administrator Land, in a letter to Chairman Rogers, 
said it was a matter of deep regret to him that at the very first 
opportunity following the close of hostilities the railroads had 
adopted a narrow point of view reminiscent of the “dog-eat- 
dog”’ philosophy which so adversely affected their own interests 
as well as those of the water carriers during pre-war days. 
He said he hoped their opposition was based on a misunder- 
standing of W. S. A. intentions and objectives. He then set 
forth the following as embodying some of the broad considera- 
tions underlying this problem: 


1. The basic facts as to the coastwise shipping will be found in 
the ‘‘Economic Survey of Coastwise and Intercoastal Shipping,’’ issued 
by the Maritime Commission on’ March 15, 1939. Before the war our 
coastwise and intercoastal shipping constituted about 70 per cent of 
our entire ocean-going merchant marine. Out of about 11,000,000 dead- 
weight tons of shipping in 1939, only about 3,000,000 tons were engaged 
in the foreign trade. The bulk of our shipping resources was engaged 
in domestic trade and did not receive government subsidies. While we 
hope to increase our foreign shipping, it is obvious that we must always 
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rely upon our unsubsidized domestic trade for the bulk of our national 
defense shipping reserves. 
2. Shortly after the outbreak of World War II, our domestic ship- 
ping resources were drafted for war service. With few exceptions— 
such as the coastwise coal trade and services to our island possessions— 
existing domestic services were suspended. The vessels and their per- 
sonnel and management were transferred to active war service. The func- 
tions of these vessels during the crucial period of the war and the 
heroism of the crews in all zones of war are well known. The domestic 
business of the companies was completely disrupted, interior offices 
were abandoned, traffic departments were discontinued, soliciting of 
cargo and trade contracts ceased and their transportation business was 
transferred to the rails. For over three years, the steamship industry 
unhesitatingly and wholeheartedly cooperated in these measures, no 
matter what sacrifice was involved. These companies and their em- 
ployees are therefore entitled, as a matter of fundamental fairplay, to 
comparable treatment of the returning servicemen. They should be 
rehabilitated, have their trade back, their jobs back, and an opportunity 
for future progress. They have earned these opportunities and the 
government should exert every effort to see that they are received. 


Wartime ‘Prosperity’ of Railroads 


Objections from the railroads come with bad grace. The rails were 
not asked to abandon their business to competing transportation. They 
benefited by the misfortunes of the water carriers. They maintained 
their staffs and their traffic departments and they increased their trade 
contacts. According to 1944 O. P. A. studies, their net income rose 
1700 per cent during the war period. Without reflecting on the fine 
job performed by the rails, their position in this case seems merely to 
represent an effort to retain a wartime windfall based on the misfor- 
tunes of their competitors. 

3. The need is urgent and immediate. The United States now 
owns about 5,000 vessels, aggregating over 50,000,000 tons deadweight 
and representing an investment of over fifteen billion dollars. Our pre- 
war fleet has quadrupled. VJ-Day has confronted us with a serious 
crisis of idle ships and idle men. Hundreds of vessels must be laid 
up. Of our 240,000 seamen, thousands are faced with loss of employ- 
ment. Stevedores, ship repair and other industries dependent upon 
shipping are confronted with drastic reduction in operation. The gov- 
ernment is faced with the necessity of finding cargoes for large numbers 
of vessels now in the Pacific which must be brought to the Atlantic for 
lay-up so as to avoid ballast voyages which will entail heavy losses. 
Early and orderly resumption of intercoastal services will help to 
cushion the shock for shipping and related industries and promote the 
national reconversion policies. This problem is thus intimately con- 
nected with the whole question of reconversion. 


4, The transportation need of the shippers is equally urgent. It 
is obvious that whenever a major transportation facility is forced to 
suspend operations for reason beyond control, there immediately arises 
an urgent need for resumption of such service. Thus, if all the trans- 
continental railroad carriers had been forced to suspend operations dur- 
ing the war, we all would concede that there was a need for a resump- 
tion of service as soon as possible. This is also true with respect to 
water transportation which, as indicated in the Economic Survey, has 
been the medium for transportation of about 125 million tons of cargo 
per annum. The fact that war conditions have prolonged the suspension 
for over three years does not make the shippers’ needs any less urgent 
or immediate, but only more acute. An undernourished person continues 
to have an urgent need for ample food even if he may be forced to 
continue indefinitely en half rations. The shippers who have normally 
relied upon the lower costs and other benefits of water transportation 
but who because of war conditions were forced to pay the higher costs 
of rail transportation and who are now confronted with the many com- 
plications of reconversion, obviously have urgent need for the prompt 
restoration of their pre-war water services. 

It is of no significance that railroads may have the physical equip- 
ment to handle this transportation, even if this be the case, which is 
not conceded. The War Shipping Administration now has sufficient 
vessels to handle all transcontinental cargo by water, yet the W. S. A. 
does not suggest because of this fact that the continuation of railroad 
transportation is no longer essential. Under our national economy both 
forms of transportation are essential. 


Need for Prompt Certification 


A full resumption of regular intercoastal service will be delayed for 
some period of time while necessary planning and programming for the 
many problems connected with the resumption of service have been 
solved. However, certain cargoes, such as lumber, can be moved with 
reasonable promptness after the granting of a certificate. Accordingly, 
a certificate should be granted promptly in order (a) to permit the 
early resumption of limited services which may be resumed without de- 
lay and (b) to furnish a basis for necessary planning for ultimate re- 
sumption of the entire water-borne transportation services. The grant- 


ing of a certificate is the essential starting point for the solution of this 
problem. 


5. The proposed operation contemplates an orderly return to pri- 
vate operation. It does not contemplate indefinite government operation. 
At the outset, pre-war private operators will act for the United States, 
but only operators holding certificates in their own names will be 
eligible for this service. This temporary arrangement is necessary for 
many reasons. Over half the vessels used before the war in these trades 
are no longer available. Many have been lost from war causes; others 
are still immobilized for military purposes. Legislation permitting the 
sale of government owned vessels as replacements probably will not be 
adopted for several months. Other physical facilities, such as terminals, 
have been taken over by the army or navy and must be restored. Ves- 
sels now owned by the government must be modified to meet the needs 
of the domestic trades. Traffic departments must be re-established and 
trade contracts restored. The labor relations problem must be clarified 
and stabilized. The freight rate structure must be renewed and revised, 
if necessary, to permit successful operation under the increased labor 








TRAFFIC WORLD 


costs, increased capital charges and other increased expenditures that 
will govern future operations. 

Since the government has disrupted these services and has a vital 
interest in their restoration, the government owes the industry every 
assistance in finding a solution to these difficulties. The domestic. trade 
steamship industry suffered from several years of financial anaemia 
before the war. It was a very sick industry as fully set forth in the 
Maritime Commission survey of 1939. To some extent, the problems oi 
the industry resulted from depressed and non-compensatory freight rates 
established by the rails in section 4 proceedings. These depressants 
must be removed by cooperative action of both the rails and water 
carriers. The needs of our national defense and of our economy make 
it essential that water transportation systems be re-established. The 
cooperation of the rails in rate and other matters will make it possible 
to restore the industry quickly to private ownership and operations. 
The alternative is government ownership, a threat which should be as 
alarming to the rails as it is to me. I hope that railroad management 
will see the problem in its proper perspective and adopt a broad-gauged 
view of the solution; that they will see the wisdom and necessity of 
permitting a privately owned and operated steamship industry to sur- 
vive and prosper and abandon all lingering hopes of destroying water 
competition; that to this end, they will make necessary adjustments in 
rates or practices where required, thus avoiding government’s interven- 
tion which would otherwise be inevitable. The same attitude, of course, 
is also required of the water carriers. 

W. S. A. will support the water carriers to the utmost in their 
effort to get a square deal. That is the only course consistent with na- 
tional interest. It is due the operators, the unions, the stevedores, the 
ship repairers, the:port authorities and other interests who have so 
wholeheartedly cooperated in the war effort. Privately owned and 
operated coastwise and intercoastal water transportation must be re- 
stored as a profitable industry. 


Answer to Rails’ Legal Objections 


William Radner, W. S. A. general counsel, in a letter to 
Chairman Rogers answered matters of a legal nature raised by 
the railroads. In his letter Mr. Radner said: 


(1) The contention is advanced by the railroads that before an 
emergency certificate can be authorized, it must be shown that the 
cargo sought to be carried by the water carrier cannot physically be 
carried by the railroads. This is not, in our opinion, the correct inter- 
pretation of section 311 of the interstate commerce act as construed in 
the light of the national transportation policy established by the trans- 
portation act of 1940. In providing that the certificate may be granted 
where there is an urgent need for service to points ‘‘having no carrier 
service capable of meeting such need,’’ the reference is to economic 
need and not to physical need. A need for water transportation is not 
satisfied by rail transportation. Obviously, it is not intended by this 
section to require shippers to ship by rail if the fundamental economic 
structure of the shippers’ business contemplates transportation by 
water. In such cases, there is no adequate transportation available to 
the shipper—certainly none which conforms to his requirements. 

To offer such shippers rail transportation when they need water 
transportation, is reminiscent of the historic suggestion by the Queen 
of France that the people eat cake if they had no bread. 


National Transportation Policy 

The national transportation policy requires an interpretation and 
administration of the law which will ‘‘recognize and preserve the in- 
herent advantages’’ of both rail and water transportation and provides 
that ‘‘all the provisions of the act shall be construed accordingly.’’ To 
prevent the reinstatement of common carrier operations by water which 
have been discontinued because of the call to higher duty in the war 
effort, solely because railroad facilities of moving the cargo may be 
available does not carry out the national transportation policy. This 
is especially true where shipment by rail is more expensive, less con- 
venient and less accessible than transportation by water, and where 
the necessity for substantial water transportation is demonstrated by 
the indisputable historic facts of past operation on a large scale. Unless 
the Commission is prepared to rule that coastwise and intercoastal 
water transportation, which in peacetime years has been the medium 
by which over 120 million tons of cargo have been transported annually, 
is entirely superfluous to the needs of the shippers, the interpretation 
urged by the railroads cannot be adopted. Water transportation has 
been preferred in peacetime notwithstanding the availability of railroad 
transportation and the depressed section 4 rates used by the railroads 
in an effort to overcome such competition. This in itself is sufficient 
proof of the fact that our shipping economy is dependent upon water 
transportation and that in the absence of water transportation there is 
no service capable of meeting ‘‘such’’ a need. Our position regarding 
this point is supported by the Commission’s findings in North Carolina, 
Incorporated, Common Carrier Application 250 I. C. C. 143 and C. G. 
Willis Contract Carrier Applications 250 I. C. C. 179, in both of which 
the Commission referred to the granting of temporary authority based 
upon a showing of urgent and immediate need and lack of other water 
carrier service between the points involved. 

A subsidiary point made in a railroad brief to the effect that the 
authority would appertain to unspecified points and territories is like- 
wise without merit since the application in effect incorporates the spe- 
cified points and territories referred to in the outstanding certificates 
of convenience and necessity held by the prospective agents for the 
United States. 

W. S. A. Authority to Operate 


(2) The rails argue that the W. S. A. is not authorized to operate 
coastwise, intercoastal and inland water transportation. This contention 
is without the slightest merit. The W. S. A. has been operating in the 
coastwise trades since its inception in 1942 with the knowledge and 
approval of Congress. These operations have covered Hawaiian, Alaskan 
and Puerto Rican trades, coastwise coal trades, coastwise and inter- 
coastal tanker operations, as well as various other coastal operations. 
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September 8, 1945 


Under the executive order creating the W. S. A., it is authorized 
to operate, purchase, charter, requisition and use all merchant vessels. 
It is true that there is a qualification in this authority which excludes 
‘vessels engaged in the coastwise, intercoastal and inland transporta- 
tion under the control of the Director of the Office of Defense Trans- 
portation.”” However, this limitation has been construed to restrict 
Ww. S. A. only to the extent that O. D. T. may have jurisdiction. Other- 
wise there would be a hiatus without effective control over domestic 
shipping. The Office of Defense Transportation does not possess and 
has never asserted jurisdiction to operate, purchase, charter or requi- 
sition coastwise shipping. It has asserted the right to control the use 
of such tonnage which is operated, purchased, chartered or requisitioned 
by the W. S. A. Accordingly, the W. S. A. has operated, purchased, 
chartered or requisitioned substantial amounts of tonnage in the coast- 
wise trade, but only in accordance with general policies approved by 
the O. D. T. An illustration of the interdepartmental arrangements in 
this respect will be found in the attached letter, (here omitted) dated 
January 8, 1943, addressed by The Honorable Joseph B. Eastman, Di- 
rector, Office of Defense Transportation, to Admiral Land. In that 
communication, Mr. Eastman expresses approval of the operation by 
Ww. S. A. in the off-shore domestic trades and in the coastwise tanker 
trades. O. D. T. approval has also been obtained to the operation now 
proposed. 

Moreover, the authority of the W.S.A. also embraces all of the 
activities and statutes referred to in section 3 of the executive order. 
These are not limited by the qualification in section 2(a). Also, W.S.A. 
derives much of its authority from acts of Congress, which are in addi- 
tion to and supplement the provisions of section 2 of the executive 
order. Reference in this connection is made to section 902 of the 
merchant marine act of 1936, permitting the operation of requisitioned 
tonnage without restriction as to trade route; to section 4 of Public 
Law 101, 77th Congress permitting the operation of all vessels ‘‘held by 
the W.S.A. upon such terms and conditions as it may deem desirable 
and in the public interest.’’ 

The activities of the W.S.A. in operating its vessels in both domestic 
and foreign trades have been called to the attention of Congress in the 
various appropriation proceedings before Congress and the statutes 
granting the appropriations have provided for the use of the funds for 
the operation of vessels generally without restrictions. See for instance: 
(1) Public 247, 77th Congress; (2) Public 678, 77th Congress; (3) Public 
139, 78th Congress; (4) Public 372, 78th Congress. The argument that 
W.S.A. lacks authority to operate in the intercoastal trade is therefore 
untenable. 

(3) The third objection raised by the railroads asserts that there 
has been a failure to submit facts supporting the contention as to the 
immediate and urgent need for service. We believe that this finding can 
be fully supported by the certification of the O.D.T. In any event, the 
basis for such a finding is fully set forth in Admiral Land’s letter of 
September 4, 1945, filed concurrently with this communication. 


‘Unfair’? Competition Allegation 


(4) The fourth argument advanced by the railroads asserts that 
the proposed operation would constitute unfair competition. It is hard 
to follow this argument, but it presumably is based on the theory that 
the W.S.A. intends to operate at wholly non-compensatory rate levels. 
In the first place, the argument is premature since the application does 
not specify the rate structure under which the operation is to be con- 
ducted. Secondly, it is not the intention of the Administrator, W.S.A., 
to operate on a non-compensatory basis. It is the intention and hope 
of the Administrator to operate on a fully compensatory basis. Thirdly, 
if we do not operate at a compensatory basis, it will be due to the 
attitude of the rails. As explained in Admiral Land’s communication of 
September 4, 1945, the Administrator is concerned about the attitude 
of the railroads with respect to any necessary adjustment of rate levels. 
Certain of these adjustments cannot be expeditiously accomplished with- 
out the cooperation of the railroads in agreeing upon a compensatory 
rate structure. By this we mean compensatory both to the railroads and 
to the water carriers, and retaining the inherent rate advantages of 
the water carrier system. Therefore, if the operations are to be con- 
ducted on a non-compensatory basis, it seems safe to predict that the 
only reason for such a result would be the refusal of the railroads to 
make the necessary adjustments to place the rail rates on a compensa- 
tory basis. In this connection, we are advised that some of the com- 
petitive rail rates are below levels found in 1922 to have been non- 
compensatory. 


NEW DELTA LINE LUXURY LINERS 


Theodore Brent, president of the Mississippi Shipping Co., 
announced September 5 that construction is under way on three 
17,000-ton luxury liners for the Delta Line. The ships, being 
constructed by the Ingalls Shipbuilding Co., at Pascagoula, 
Miss., will be launched this fall and will be placed in service 
next spring. Cost of the ships will be approximately $9,000,000. 
Each ship will accommodate 120 passengers and will be com- 
pletely air-conditioned. The ships will be used for fast pas- 
senger travel from New Orleans to points in Brazil, Uruguay 
and Argentina. They will make the trip from New Orleans to 
Rio de Janeiro in 14 days, and to Buenos Aires in 20 days, 
stopping en route at Santos and Montevideo. 


MARITIME COMMISSION APPOINTMENT 


Raymond S. McKeough, of Chicago, Ill., formerly repre- 
sentative in Congress from the second district of Illinois, has 
been nominated to be a member of the Maritime Commission in 
place of Thomas K. Woodward for the term of six years from 
September 26. The nomination was sent to the Senate Septem- 
ber 5, by President Truman. 
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Mr. McKeough, a Democrat, was born in Chicago, April 
29, 1888. For a number of years he was connected with the live- 
stock business in Chicago and for seventeen years was with the 
Elgin, Joliet & Eastern Railroad. He engaged in the investment 
securities business in 1927. He was elected to the Seventy- 
fourth, Seventy-fifth, Seventy-sixth and Seventy-seventh Con- 
gresses. 


W. S. A. Reconversion Program 


Vice-Admiral E. S. Land, administrator of the War Ship- 
ping Administration, has announced the following steps have 
been taken by W. S. A. as part of the program to reconvert 
from wartime to peacetime operation: 


1. Notices have gone forth cancelling all standard form Time and 
Material contracts effective October 1, 1945. All work handled subsequent 
to October 1 will be on a lump sum basis, and wherever practicable 
such contracts will be awarded under competitive bidding. 

2. W. S. A. is withdrawing from the field of carloading of com- 
mercial cargo on the west coast. 

3. Instructions have been issued to the staff to proceed promptly 
to develop a program for the termination of the existing cost-plus- 
fixed-fee stevedore contract and the substitution of fixed price contracts 
therefor as soon as practicable. Consideration also will be given to 
similar adjustments of the terminal and other contracts of the W.S. A. 


In commenting on the termination of ship repair contracts, 
Admiral Land said: 


The ship repair industry has made an extraordinary contribution 
to the winning of the war and the handling of a volume of repairs 
which was more than 1000 per cent greater than peacetime volume. 
The tremendous increase in the size and scope of repairs, the urgency 
of prompt commencement of work without preliminary surveys and 
negotiations as to price, the dilution of management personnel and the 
use of unskilled labor, as well as other factors, made it necessary 
during the war to abandon peacetime practice of handling repairs on 
a competitive fixed price basis. The termination of hostilities will 
result in a sharp drop in the volume of repair work. This will permit 
time to make preliminary surveys and estimates, and negotiate and 
ask for competitive bids. 

The W. S. A. has been gradually shifting work from the existing 
T. & M. contract to negotiated contracts during the past year, and a 
majority of the work on the east coast during recent months has been 
handled on a fixed price basis. 

The new policy should promote more efficient and economical 
repairs. I am sure that the majority of the repair contractors will 
welcome this return to the normal method of doing business where 
standards of efficiency and economy will be the sole guides for their 
future success. The transfer of our operations to fixed: price basis, 
with competitive bidding wherever practicable, also seems to de a 
necessary prerequisite to the stabilization of steamship operating costs 
on a normal basis, in anticipation of the restoration of private op- 
eration. 


M. C. Hearing on Ship Subsidy 


The Maritime Commission has prepared a summary of data 
contained in applications of five American-flag steamship com- 
panies for an operating-differential subsidy covering operation 
on trade routes between U. S. north Atlantic ports and ports 
in Belgium and Holland, which applications are to be the 
subject matter of a hearing in Washington, September 10 (see 
Traffic World, Sept. 1, p. 571). 

In its original notice of the hearing, the commission named 
four companies as applicants for subsidies. Its summary 
showed that there had been added a fifth applicant, the Shep- 
ard Steamship Co., of New York City. The summary included 
the following information about the applicants: 


United States Lines Co., New York City; serving, in the United 
States, New York and ‘‘north Atlantic out ports,’’ and, in Europe, the 
ports of Antwerp, Rotterdam, Amsterdam (possibly combined with 
service to east English or German ports); proposing cargo service, 
with plans to initiate passenger services if traffic studies indicate need 
therefor; frequency of service to be weekly from New York and fort- 
nightly from outports; fleet of ships consists of six ‘‘C-2’’ vessels with 
40,000 cubic feet of refrigerated space (additional ships to be placed 
in service if and when required). 

South Atlantic Steamship Line, Savannah, Ga.; serving, in the 
United States, the ports of Boston, Philadelphia and New York in its 
“service 1’’ and Hampton Roads, Baltimore and New York in its 
“‘service 2,’’ and, in Europe, Antwerp and Rotterdam in both services; 
proposing cargo service; frequency of sailings to be 52 annually from 
New York (additional permission requested for vessels in South Atlantic- 
Belgium-Holland services to call at north Atlantic ports); fleet of ships 
consists of 10 Victory ships (17 knots), five purchased and five char- 
tered, including vessels for South Atlantic-European service. 

Black Diamond Steamship Co., New York City; serving, in the 
United States, the ports of New York, Boston, Philadelphia, Baltimore 
and Hampton Roads, and, in Europe, the ports of Antwerp and Rotter- 
dam; proposing cargo service; frequency of voyages, six a month; 
fleet consists of 7 Victory ships (17 knots) or ‘‘C-2’’ vessels. 

The Arnold Bernstein Steamship Corporation, New York City; 
serving, in the United States, the ports of New York, Baltimore and 
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Philadelphia, and, in Europe, Antwerp and Rotterdam; proposing cargo 
service, with intention to substitute for its five chartered cargo 
vessels combination passenger and cargo vessels as soon as possible; 
frequency of sailings, twice weekly; fleet consists of 10 Victory ships 
(15 knots) or C-2’s, five purchased and five chartered. 

Shepard Steamship Co., New York City; serving, in the United 
States, the port of New York and possibly north Atlantic out ports, 
and, in Europe, Antwerp and Rotterdam, with privilege desired of 
calling at other ports in the Cherbourg-Hamburg range; cargo service 
proposed; frequency of sailings, every 10 days; fleet consists of five 
C-2 or Victory ships (17 knots), three purchased and two chartered. 


MERCHANT SHIPBUILDING 


Merchant shipbuilding construction for the month of Aug- 
ust fell to a 36-month low with delivery of 84 vessels aggregat- 
ing 825,817 deadweight tons from 30 shipyards, the United States 
Maritime Commission announced. The construction program, 
which hit a peak on deliveries in December, 1943, is now on a 
downward trend. 

West coast shipyards delivered 31 of the vessels with dead- 
weight tonnage of 336,220; east coast yards completed 26 ves- 
sels of 286,106 deadweight tons; yards in the Gulf coast area 
delivered 21 vessels of 173,431 deadweight tons; while Great 
Lakes shipbuilders delivered 6 coastal cargo vessels of 30,060 
deadweight tons. 

Eight of the ships delivered were for military use. Other 
types were 28 Victory cargo, 6 Liberty cargo, 10 C-type cargo, 
3 Liberty colliers, 18 coastal cargo, 9 standard tankers, and 2 
coastal tankers. 


INDICTMENT OF 18 ERIE WAITERS 


Eighteen waiters and waiters in charge, employed by the 
Erie Railroad Co. on trains from Jersey City, N. J., to Chi- 
cago, were charged with theft in an indictment returned 
August 31 by the July federal grand jury in Chicago before 
Judge Philip L. Sullivan. The waiters, according to the indict- 
ment, would serve meals without obtaining meal checks from 
waiters in charge; passengers would not be furnished with meal 
checks. The waiters would collect the price of the meal from 
the passengers and would pocket it. Sometimes meal checks 
already used and paid by other passengers would be reused by 
the indicted waiters, it is charged; or the defendants would 
request persons being served to make false orders on the serv- 
ice check. Assistant U. S. Attorney G. Kelly said the Erie road 
lost nearly $90,000 by this practice. The 18 indicted waiters 
are part of a group of 118 dining car employes of the New 
York Central and Erie railroads being taken into custody on 
charges of conspiracy to violate the theft.from interstate ship- 
ment statute (see Traffic World, August’25, p. 503). 


RULING ON RAIL ANTI-TRUST MOTION 


A ruling by Judge John W. Delahant, of the federal dis- 
trict court at Lincoln, Neb., on a motion by the western rail- 
roads for a dismissal of the suit of the Department of Justice 
against the Association of American Railroads and others, based 
on allegations of unlawful rate-making, scheduled to be made 
public September 1 (see Traffic World, September 1, p. 558), has 
been delayed due to the absence of one of the attorneys from 
Lincoln. Officials close to the case expect Judge Delahant to 
deliver his ruling late the week of September 10. 


Railroad Earnings 


Class I railroads of the United States in July had an esti- 
mated net income, after interest and rentals of $63,500,000, 
compared with $57,362,282 in July, 1944, according to reports 
filed by the carriers with the Bureau of Railway Economics of 
the Association of American Railroads. 

In the first seven months of 1945, they had an estimated 
net income, after interest and rentals of $394,000,000 compared 
with $379,895,682 in the corresponding period of 1944. 

Class I railroads in July had a net railway operating in- 
come, before interest and rentals, of $97,126,390 compared with 
a net railway operating income of $99,745,527 in July, 1944. 
In the first seven months of this year they had a net railway 
operating income, before interest and rentals, of $635,994,956 
compared with $652,170,786 in the same period of 1944. 

In the twelve months ended with July, the rate of return 
on property investment averaged 3.91 per cent compared with 
a rate of return of 4.24 per cent for the twelve months ended 
July 31, 1944, said the A. A. R., adding: 


The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
but before interst, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books 
of the railways including materials, supplies, and cash. 

This compilation as to earnings for the first seven months of 1945 
is based on reports from all Class I roads, representing a total of 228,- 
528 miles. 


Operating revenues for the month of July totaled $796,128,617 com- 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Term, First Department.) Evi- 
dence did not authorize recovery from carloading and dis- 
tributing company for damages to merchandise, in absence of 
proof that merchandise was in good condition at time of delivery 
to defendant for transportation. (Sheer vs. Universal Carloading 
& Distributing Co., 56 N. Y. Supp. 2d 283.) 














pared with $809,038,158 in July, 1944, while operating expenses totaled 
$549,017,065 compared with $525,056,745 in the same month of 1944. 

Total operating revenues in the first seven months of 1945 totaled 
$5,495,999,125 compared with $5,445,109,779 in the same period of 1944, 
Operating expenses in the first seven months of 1945 amounted to $3,- 
744,762,962 compared with $3,602,834,594 in the corresponding period of 
1944, or an increase of 3.9 per cent. 


Class I railroads in the first seven months of 1945 paid $1,005,930,355 
in taxes compared with $1,076,735,355 in the same period in 1944. For 
the month of July alone, the tax bill of the Class I railroads amounted 
tod $133,378,103, a decrease of $34,419,860 or 20.5 per cent over July, 1944, 

Sixteen Class I railroads: failed to earn interest and rentals in the 
first seven months of 1945, of which ten were in the Eastern District, 
one in the Southern Region, and five in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the first seven months 
of 1945 has an estimated net income, after interest and rentals, of 
156,000,000 compared with $162,375,349. in the same period of 1944. For 
the month of July alone, their estimated net income, after interest 
and rentals, was $23,000,000 compared with $22,876,836 in July, 1944. 


Those same roads in the first seven months of 1945 had a net rail- 
way operating income, before interest and rentals of $263,781,633 com- 
pared with $282,481,507 in the same period of 1944. Their net railway 
operating income before interest and rentals, in July amounted to 
$38,892,875 compared with $44,920,657 in July, 1944. 


Operating revenues of the Class I railroads in the Eastern District 
in the first seven months of 1945 totaled $2,330,529,300 a decrease of 2.6 
per cent compared with the same period of 1944, while operating ex- 
penses totaled $1,706,468,193 an increase of 2.2 per cent above 1944. 


Southern.Region 


Class I railroads in the Southern Region in the first seven months in 
1945, had an estimated net income, after interest and rentals of $56,000,- 
000 compared with $65,326,105 in the same period of 1944. For the month 
of July alone, they had an estimated net income, after interest and 
rentals of $6,500,000 compared with $9,322,231 in July, 1944. 

Those same roads in the first seven months of 1945 had a net rail- 
way operating income, before interest and rentals of $91,454,559 com- 
pared with $101,478,954 in the same period of 1944. Their net railway 
operating income, before interest and rentals in July amounted to $11,- 
003,591 compared with $13,037,688 in July, 1944. 

Operating revenues of the Class I railroads in the Southern Region 
in the first seven months of 1945, totaled $774,700,087 a decrease of 0.8 
per cent compared with the same period of 1944, while operating ex- 
penses totaled $504,657,460 or an increase of 4.9 per cent above 1944. 


Western District 


Class I railroads in the Western District in the first seven months 
of 1945 had an estimated net income, after interest and rentals of $182,- 
000,000 compared with $152,194,228 in the same period of 1944. For the 
month of July alone they had an estimated net income, after interest 
and rentals of $34,000,000 compared with $25,163,215 in July, 1944. 

Those same roads in the first seven months of 1945 had a net rail- 
way operating income, before interest and rentals of $280,758,764 com- 
pared with $268,210,325 in the same period of 1944. Their net railway 
operating income, before interest and rentals, in July amounted to 
$47,229,924 compared with $41,787,182 in July, 1944. 

Operating revenues of the Class I railroads in the Western District 
in the first seven months of 1945 totaled $2,390,769,738 an increase of 
5.2 per cent compared with the same period of 1944, while operating 
expenses totaled $1,533,637,309 an increase of 5.6 per cent above 1944. 





SAFETY LEAFLETS FOR MEXICANS 


The National Safety Council, Chicago, through its steam 
railroad section, is contemplating issuance of an illustrated 
four-page leaflet to be printed in Spanish for distribution to 
Mexican track laborers. The leaflet lists the general rules of 
safety, with special sections on fire prevention, living quarters, 
and going to town, 
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September 8, 1945 


Solicitors or Salesmen 


Editor the Traffic World: 

I have read your editorial, in the June 16, 1945, issue of 
the Traffic World, headed ‘“‘A Salute to the Solicitor.” It is 
most timely. What you have said about the men who bear the 
title of “solicitor” is true as I know from personal experience 
over many years, and by coming in contact with literally hun- 
dreds of these “solicitors.” 

There is one matter however to which I would like to draw 
your attention and which I think should be given consideration. 
That is the use of the word “solicitor.” Without going to 
Webster’s dictionary, the common understanding of the meaning 
of the word is one who solicits or asks for. Now, the carriers 
are engaged in the business of transportation. This transporta- 
tion is the only product they have to offer for sale. Therefore, 
why would it not be better if these “solicitors” were trained as 
salesmen with a thorough knowledge of their product? 

They would not be placed in the position then of having 
to pass out odorous cigars and become “yes men” when ap- 
proaching prospective users of the transportation they have to 
offer for sale. 

All too frequently I have found that there are two types 
of men working for the railroads who come in contact with the 
general public. One is the solicitor; the other the salesman. 
The solicitor invariably takes the attitude that, provided he 
can be a good fellow under all circumstances, that is all that 
he is required to offer in order to get business, whereas the 
salesman is a man who knows the product he has to sell, is 
able to converse intelligently with the man on whom he calls, 
especially if this man is a legitimate traffic manager, or if he 
should not have a full knowledge of transportation, then he is 
in a position to educate this man by telling him something about 
the goods he has to sell which will, without a question of doubt, 
attract business. 

I have frequently in the past twenty-odd years brought this 
fact to the attention of the officials of various carriers but, un- 
fortunately, the carriers seem to find it extremely difficult to 
break away from an old practice or adopt any new system 
unless compelled to do it by force of circumstances. 


H. G. Topp, Traffic Manager, 
The Arrow-Hart & Hegeman Electric Company. 
Hartford, Conn., August 14, 1945. 


A Plea for Simple Tariffs 


Editor the Traffic World: 

With reference to the editorial in your September 1st issue 
entitled “When Is a Tariff Plural?”: 

If you will refer to the May, 1945, issue of the I. C. C. 
Practitioners’ Journal, Volume XII, No. 8, beginning at page 
810, you will note that the decision of the Commission in Swift 
& Company vs. Alton Railroad, I. C. C. docket No. 28552, does 
not create by any means ‘“‘a new source of labor and headache 
to rate men.” 

The article to which I refer bears the title “Difficulty of 
Ascertaining Legal Rate Due to Confused State of Many Rail 
Tariffs.” The authors are Geo. P. Shuler, Jr., and Howard D. 
Bergen of the Transportation Rates and Services Division, Mar- 
keting Facilities Branch, U. S. Department of Agriculture, 
Washington, D. C. 

The article contains many interesting examples of the 
deplorable condition of railroad freight tariffs. The same might 
well be said of tariffs of the motor carriers. 

Unless one actually takes the time to attempt to interpret 
many of these rate schedules, one has not the slightest idea of 
the great amount of time, labor, and patience consumed in the 
operation. 

In view of the fact that the average business concern 
spends much time and money in the preparation of catalogues 
and price lists so that they will be readily understood by po- 
tential customers, it appears somewhat paradoxical that the 
traffic departments of the rail and motor carriers have always 
pursued a directly opposite procedure. It might well be said 
that their rate schedules are equivalent to the catalogues and 
price lists of industrial concerns. But, instead of making them 
Simple and easily understood and documents with some per- 





sonality, they publish and phrase them in such a way as to 
make it difficult for their customers to do business with them. 

In my opinion the best way in which to effect a remedy 
for this condition is for the carriers themselves to take the 
initiative and publish their rate schedules in easily understood 
terms without the necessity of making cross-references to sev- 
eral different sections of the same rate schedules or other tar- 
iffs in order to ascertain a lawful freight rate. 

Stated differently, here is an opportunity for private en- 
terprise in the form of railroad and motor truck management 
to do a good job without any interference or directive by the 
government through the medium of the Interstate Commerce 
Commission. Really, it is high time that the managements of 
all carriers give serious consideration to this very important 
matter because, as now published, freight tariffs are anything 
but good advertisements of the publishing carriers. 

William E. Rosenbaum, 
Consulting Traffic Manager. 
St. Louis, Mo., September 5, 1945. 


Integration and Competition 


Editor the Traffic World: 

I gather from the editorial in your August 25 number, that 
you are more or less in sympathy with the suspicion or fear 
of the motor transport operator that, under the plan of integra- 
tion or common ownership advocated by the Transportation 
Association of America, he will be put out of business. That 
is a legitimate suspicion that calls for frank treatment. 

Under the plan of common ownership, transportation com- 
panies would be permitted and, presumably, set up instead of 
railroad companies, motor transport companies, air transport 
companies and so on. The purpose of such a plan is obvious 
but no motor transport company or any other company would 
have to sell its business to a transportation company unless 
it wished to do so and its right to continue in business on its 
own account would be protected by the Interstate Commerce 
Commission. It may fear that, if it chooses to remain in busi- 
ness, competition with transportation companies would be 
difficult or impossible, but it would be no more so than now 
when motor transport competes with railroads as well as with 
other motor transport agencies. While it is legitimate and 
proper to suspect the plan, it ought not to be condemned with 
out examination and understanding. 

‘Though you say advantages of this kind of integration o 
common ownership have not been proved, surely they are ob 
vious. They involve not only convenience and expedition i 
handling of commerce, but huge savings in overhead and, con- 
sequently, lower rates. They are the private ownership sub- 
stitute for advantages claimed by advocates of government 
ownership of transportation. 

In this connection, I would like also to comment on the 
address presented by Stuart T. Tipton, reported on Page 509 
of your same issue. His remarks about this association sound 
much as if one, referring to a lady, remarked that her virtue 
had been questioned but that he preferred not to discuss the 
matter. Then, having planted the innuendo, he proceeds to talk 
of other things. Of course, his implication that this association 
is a “front” for the railroads is false. Among other things he 
did was to accuse the Transportation Association of America 
of advocating a monopoly. We do no such thing. We favor 
the setting up of competing transportation companies and not 
of a giant monopoly or regional monopolies. It is so easy to 
set up a “straw man” and then knock him over. 

Very sincerely yours, 
Henry A. Palmer, Vice President, 
Transportation Association of America. 
Chicago, August 27, 1945. 


JEFFERS ON ACCIDENT PREVENTION 


W. M. Jeffers, president of the Union Pacific Railroad, 
stated in Omaha, September 13, that he believed ‘every school 
in the nation should feel itself duty-bound this coming season 
to incorporate a strong course on safety in its curriculum.” 
Prompted by several recent reports of train accidents involving 
children, Mr. Jeffers urged schools to form “stay away from 
the tracks” clubs. Teachers may obtain club certificates and 
individual membership cards from the railroad. 

















































































































Air Certificate Applications 


Northwest Airlines, Inc., of St. Paul, Minn., operating trans- 
continental air transport service over a northern route between 
New York City and the Pacific Northwest, has filed with the 
Civil Aeronautics Board three applications, one seeking a con- 
solidation of the two routes over which its coast-to-coast service 
extends, the others requesting authority to serve additional in- 
termediate points. 

In No. 2018, Northwest proposes consolidation of its route 
No. 3, now extending between Chicago, IIl., on the one hand, 
and, on the other, Seattle, Wash., and Portland, Ore., via Mil- 
waukee, Wis., Minneapolis-St. Paul (Twin Cities), Minn., Fargo, 
N. D., Billings, Mont., and Spokane, Wash., and its route No. 
69, extending between the Twin Cities and New York City by 
way of Milwaukee and Detroit, Mich. In the same application, 
Northwest asks that the consolidated routes be designated as 
route 3 for the full distance from coast to coast, and that the 
Twin Cities and Chicago be designated as intermediate points 
on the route. 

In No. 2016, Northwest asks that Cleveland, O., be desig- 
nated as an intermediate point on its present route 69, and in 
No. 2017 the same company asks that Buffalo, N. Y., be desig- 
nated also as an intermediate point on that route. 

Transcontinental & Western Air, Inc., of Kansas City, Mo., 
by an application docketed as No. 2014, asks for a permanent 
certificate or for amendment of its certificate for route 61 so as 
to authorize scheduled air service by it in transportation of per- 
sons, property and mail between Washington, D. C., and Detroit, 
Mich., via Pittsburgh, Pa., and Cleveland, O. 

Pennsylvania-Central Airlines Corporation, of Washington, 
D. C., by an application in No. 2009 has asked the C. A. B: for 
authority to serve Morgantown, W. Va., as an intermediate point 
on its route No. 55. In No. 2010, P. C. A. requests authority from 
the board to serve Clarksburg, W. Va., as another intermediate 
point on route 55. 

Other new air certificate applications filed with the C. A. B. 
are the following: oe Ee 

No. 2011, Des Moines Gulf Airways, Inc., Des Moines, Ia.; scheduled 
transportation of passengers between Sioux City, Ia., and Houston, Tex., 
via Des Moines, Ia., Chillicothe, Sedalia and Springfield, Mo., Little 
Rock and Hot Springs, Ark., and Shreveport, La. 

No. 2012, Expreso Aero Inter-Americano, S. A., Havana, Cuba; 
permanent or temporary foreign air carrier permit authorizing scheduled 
transportation of persons, property and Cuban mail between Havana, 
Cuba, and Miami, Fla. 

No. 2013, Trans Ohio Airlines, Inc., Bellefontaine, O.; scheduled 
transportation of persons, property and mail by conventional aircraft 
over two routes between Toledo, O., and Huntington, W. Va., and over 
routes between Cleveland, O., on the one hand, and, on the other, 
Cincinnati and Columbus, O. 


U. S.-Hawaiian Air Routes 


That there was no law or public policy restricting steam- 
ship companies from engaging in air transport and that the 
Civil Aeronautics Board should declare, in its decision in this 
case, whether it intended to exclude steamship lines perma- 
nently from airline operations were assertions made in a brief 
filed with the board by the Matson Navigation Co. on excep- 
tions to the proposed report by Examiners Thomas L. Wrenn 
and Lawrence J. Kosters in “Docket No. 851 et al., the 
Hawaiian Case,” in which extension of United Air Lines’ serv- 
ice to Hawaii and denial of applications of five other companies 
for authority to institute air service between west coast points 
and Hawaii (see Traffic World, July 21, p. 185). 

Briefs have been filed with the board by all the parties to 
the consolidated proceeding, and in the briefs of the applicants 
as to which denial was proposed the choice of United by the 
examiners has been criticized sharply. 

Matson, after noting that it proposed service to Hawaii 
from Portland and Seattle and from: San Francisco and Los 
Angeles, said that it alone among the applicants involved pro- 
posed to back its judgment with its own money. It added.that 
it contemplated an investment of $9,000,000 in its proposed air 
service and that this amount exceeded the present total value 
of its passenger ships. It contended that it could use aircraft 
to public advantage, in that it would be able to offer round- 
trip service in which passengers might go one way by air and 
the other way by sea; that it should be permitted to “share in 
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the traffic it has created,” and that it could give connections 
with mainland air carriers without discrimination. It said that 
denial of its application had been proposed on “fallacious and 
inconsistent grounds.” On the one hand, it said, there was an 
implication in the examiners’ report that Matson would not 
develop its air service, and on the other hand, the report set 
forth the view that Matson would be too potent a competitor 
of Pan American Airways, presently the holder of a certificate 
authorizing service between the U. S. mainland and Hawaii. 

United Air Lines averred in its brief that, of all the appli- 
cants involved, it was in the best position to develop travel to 
and from Hawaii. 

Western Air Lines contended that the selection by the 
examiners of United on the basis of United’s assertedly su- 
perior ability to furnish effective competition and provide re- 
finements of service desired by the public was utterly erro- 
neous. 

Northwest Airlines, applicant for a route between the Pa- 
cific northwest and Hawaii, contended that public convenience 
and necessity for such a route had been clearly established and 
that a certificate authorizing such service should be issued to it. 

Hawaiian Airlines, Ltd., in its brief, suggested that United 
had been selected because it was “biggest and strongest” among 
the applicants, but argued that there was no carrier in the 
case to which Hawaii-mainland traffic meant less than it meant 
to United. Hawaiian Airlines said it was owned and operated 
by residents of Hawaii, that it was interested in the needs of 
the local traffic, and that granting of a certificate to it for the 
route sought would lead to improvement of its service within 
Hawaii. 

_ Pan American Airways opposed the certification of an addi- 
tional airline for the U. S.-Hawaii route, contending that the 
foreseeable traffic on this route was insufficient to assure im- 
proved service by more than one carrier and that service paral- 
leling that of Pan American would “clearly prevent utilization 
of the types of aircraft required in the public interest.” 

“If ‘regulated competition’ means anything at all,” said 
Pan American, “it must mean that the existing carrier will be 
permitted to achieve a sufficient volume to operate econom- 
ically and efficiently before competition is authorized.” 

Seattle and Tacoma, Wash., interveners, contended in their 
brief that the examiners erred ‘in perpetuating the monopoly 
enjoyed by California with respect to Hawaiian traffic and de- 
nying to the Pacific northwest the right to participate in that 
traffic.’ They charged that the examiners were discriminating 
against the Pacific northwest and were providing no opportu- 
nity for competition with Canadian air service to and from 
Hawaii. 


ARIZONA AIRWAYS.-T. W. A. TRANSACTION 


The Civil Aeronautics Board has been asked to approve 
an agreement between Arizona Airways, Inc., H. O. Nelson, 
Douglas Robinson and James E. McEldowney, individually and 
as co-partners dba Air-Safe Co., of Phoenix, Ariz., on the one 
hand, and, on the other, Transcontinental & Western Air, 
Inc., of Kansas: City, Mo., under terms of which T. W. A. would 
transfer to Arizona Airways its certificate authorizing operation 
over air route No. 38, between Phoenix, Ariz., and Las Vegas, 
Nev., via Prescott and Kingman; Ariz., and Boulder City, Nev. 

The board has assigned docket No. 2005 to the application. 

A copy of the agreement, attached to the application, 
showed that by its terms T. W. A. agreed to use its best efforts 
to have transferred to Arizona Airways three intrastate air 
certificates issued by the Arizona Corporation Commission to 
Grand Canyon Scenic Tours, Inc., authorizing service between 
Nogales and the state line leading to Salt Lake City, Utah; 
between North Rim Grand Canyon and Boulder Dam, and 
between Phoenix and Boulder Dam. 

It is provided in the agreement that Arizona Airways will 
issue a total of $250,000 of common stock, of which $50,000, 
in addition to $50,000 of preferred stock of Arizona Airways 
is to be transferred to T. W. A. Of the balance of $200,000 
common stock to be issued, Air-Safe Co. will subscribe for 
not less than $77,500, according to the application,‘and T. W. A. 
is always to have the right and option to hold 20 per cent of 
all the common stock of Arizona Airways and is to have one 
member on the board of directors of Arizona Airways. 





AIR TRAVEL PRIORITIES 


The War Department has announced that priorities for 
travel on commercial airlines in the United States will be 
abolished October 15. Effective Septembér 15, it said, the 
volume of priorities would be reduced from 100,000 a month 
to 15,000 or fewer by abolishing priorities for military and 
naval personnel in certain categories and by stringent screen- 
ing of both military and civilian applications for priorities. 
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“Three (4 aro going places!” 


Hasten to learn— 


CCC HIGHWAY gives dependable 


service. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue 


DIVISION OF U. S. TRUCK LINES 


Cleveland 14, Ohio 
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“A Girl Can’t Say ‘No’ when she’s on her 
way to cheer up lonesome G. I.’s who haven’t 
seen an American girl in months. Not even 
when she’s asked to make one of the most 
daring flights in the world . . . over the 19,000- 
foot Hump...with treacherous monsoon 
rains staging their big show of the year.” 





“Smiling Through an inferno of black storm 
clouds that rush past at 100 miles an hour... 
through solid walls of drenching rain. It 
was a trip that called for nerve...and it 
called for an airplane that was built to 
take it. Yes, that wind and rain really got 
in our hair! But there was no turning back.” 


4 “Over the Hump With the Wind 


ad 
d 104 197 
and the Rain... 
Based on a true story taken from the war record of the Curtiss Commando 





“Command-o Performance. As usual, the 
Commando came through with flying colors. 
And our show went on for my favorite audience 
in the world ...our battle-weary veterans. 
Was it worth it? Well, I hope it was worth 
as much to those boys as it was to me, to see 
them laugh and relax with a girl from home! ”’ 
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THATS WHY 
| WANT TO RIDE 
THE AIRLINES THAT WILL 





Room For Rent—Postwar. In addition to the luxu- 
rious, big cabin, the Curtiss Commando carries 314 
tons of luggage and cargo in its two huge cargo holds. 
And it offers greater speed than ever before, with 
twin-engine economy. Perishables and merchan- 
dise that you Ship Commando arrive sooner... 
fresher... newer .. . building higher profits for you! 















Today's Great Lifeliner 
Tomorrow's Great Airliner 


Curtiss 
Yr 
Wright 


FIRST IN FLIGHT 










Inventory Costs, warehouse and store space 
are reduced when you keep a smaller stock 
on hand, and have replacements delivered by 
air as they are needed. In the Commando’s 
holds, larger cases, crates and dress racks... 
with maximum measurements as great as 
35 x 38 x 60 inches...are easily loaded! 


The Commando Takes Short Cuts. Greater ac- 
cessibility of all parts for quick servicing adds to 
over-all speed of delivery, when you Ship Com- 
mando! For example, the flight instrument panels 
are interchangeable right and left. And any in- 
strument can be changed in less than a minute. 
So, Commandos spend less time at flight stops. 
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In the September 15-October 15 period a single class of priority 
would be established, it said. 

Priority controls on civil airline service to South America, 
Central America and Alaska will be abolished October 15 but 
priorities will be retained on civil trans-Atlantic and trans- 


Pacific airlines, according to the announcement. . : 
The Air Transport Association issued a statement saying 
the “airlines hailed the War Department announcement... as 


marking the early return to full peacetime operations with 
all their seats and cargo facilities again available to the general 
public without restriction.” 

In the September 15-October 15 period, said the air asso- 
ciation, less than 15 per cent of the plane seats would be 
subject to priority and “bumping” would become virtually “a 
thing of the past.” 





SURPLUS AIRCRAFT ALLOCATIONS 


The first 20 four-engined Douglas transports to be de- 
clared surplus have been allocated to U. S. flag lines for use 
on the North Atlantic route to Europe, it is announced by the 
Surplus Property Board, which says: 


These transports are of the C-54 type and are readily convertible 
for airline operations. The allocation was made on the basis of recom- 
mendations by the State, War and Navy Departments and the Civil 
Aeronautics Board. A primary factor in the allocation was the heavy 
volume of high priority traffic on the North Atlantic route. The avail- 
ability of commercial air transportation on this route will relieve the 
traffic load on military planes and permit a gradual resumption of 
normal commercial operations. 

A number of additional C-54’s will be declared surplus in the near 
future. The board said that in making additional allocations it would 
give every consideration to the requirements of friendly foreign 
nations as well as those of other domestic airlines. The first allocation 
of C-54’s is as follows: American Export Airlines, 6; Pan American 
Airways, Inc., 8; and Transcontinental & Western Air, Inc., 6. 


INTERNATIONAL AIR EXPRESS SHIPMENTS 


The volume of international air express shipments handled 
for July rose 31.57 per cent over the same period last year, 
according to the air express division of Railway Express Agency. 
A total of 26,443 international air express shipments, not includ- 
ing Canadian traffic, was reported for July, compared with 
19,204 for July, 1944. 


UNITED AIR LINES’ RADAR PLANS 


W. A. Patterson, president of United Air Lines, announced 
August 29 his company’s willingness to spend approximately 
‘$10,000,000 for the purchase, development and adaptation of 
radar and other electronic devices to airline operations. Though 
plans for use of the various devices are still in the formative 
stage, Mr. Patterson said possible developments included airway 
traffic monitors which would enable airway and airport traffic 
control centers to maintain a visual watch on planes in flight; 
automatic position recorders which would give pilots exact loca- 
tion information; a radio-impulse device to warn pilots of the 
presence of other planes in the immediate vicinity; automatic 
landing devices; and a radio means of making automatic written 
recordings, aboard planes in flight, of information transmitted 
from ground stations. 


AIRLINE FINANCING PROGRAM 


A ten million dollar financing program has been announced 
by Pennsylvania-Central Airlines through Raymond G. Lochiel, 
vice-president and treasurer. The $10,000,000 would be obtained, 
Mr. Lochiel explained, through 15-year convertible income de- 
bentures to be offered to the public through a group of invest- 
ment houses headed by White, Weld and Company, and Carl 
M. Loeb, Rhoades and Company. The proceeds are to be used 
by P. C. A. to meet the cost of a fleet of four-engined planes 
now on order. 


PAN-AM’S EXTRA SEATTLE-JUNEAU FLIGHT 


Pan American World Airways on August 27 announced an 
extra daily round trip flight between Seattle, Ketchikan and 
Juneau, to meet the increased demand for air travel between 
these cities. The Pan American Clippers will make two round 
trips daily between Seattle, Ketchikan and Juneau, and one round 
trip daily from Seattle to Ketchikan, Juneau, Whitehorse and 
Fairbanks. The extra flight will be kept in operation as long 
as the heavy traffic demand exists, company officials said. 


AIRLINE FARE REDUCTIONS 


Pennsylvania-Central Airlines, with approval from the Civil 
Aeronautics Board, will make effective its reduced schedule of 
air fares over its entire system beginning Sept. 10, it is an- 
nounced by J. J. O’Donovan, P. C. A. vice-president (see 
Traffic World, Aug. 25, p. 504). 

“The new P. C. A. schedule brings air fares down to the 
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lowest level in airline history,” Mr. O’Donovan: said. ‘Reduc- 
tions range from 20 to as much as 50 per cent for travel over 
many points along the P. C. A. system, resulting in a system- 
wide average of 4% cents-per-mile.” 


PANAGRA ALL-CARGO OPERATION 


More than seven million pounds of express and mail have 
been carried over the 8,800-mile route from the Panama Canal 
Zone to Buenos Aires, Argentina, Pan American-Grace Airways 
announced August 30 on the third anniversary of its all-cargo 
route. Since inauguration of the service in 1942, the volume 
of freight shipments carried by Panagra has steadily increased. 
During the war, Panagra was practically the sole remaining 
link between the United States and nations on the west coast 
of South America, company officials said. The airline has plans 
to extend transportation to this area; it has on order four- 
motor equipment and preparations are being made to inaugurate 
night flying. 


Revenue Freight Loading 


Revenue freight loading the week ended September 1 to- 
taled 860,439 cars, according to the Association on American 
Railroads. This was eight-tenths of one per cent above the 
preceding week, 4.1 per cent under the corresponding week 
rl year, and 4.5 per cent under the corresponding week of 
1943. 

Loading by groups of commodities was reported as follows: 
grain and grain products, 66,255; livestock, 17,455; coal, 179,264; 
coke, 12,411; forest products, 45,281; ore, 70,959; merchandise, 
1. c. 1. 105,114; miscellaneous, 363,700. 





Rail Movement of Troops 


Data heretofore unavailable because of “security reasons” 
as to rail movement of troops, according to the Association of 
American Railroads, show the magnitude of the performance 
of the railroads in handling troop movements. The data relate 
to operations in July—the latest month for which complete 
figures have been compiled. 

In July, according to the data, the railroads transported 
1,032,758 military persons in organized movements—that is, 
movements of groups of forty or more—using 27,979 cars. The 
equipment used was listed as follows: Sleeper, 10,658; coach, 
11,363; baggage, 1,471; kitchen, 2,127; hospital, 2,140; and 
freight, 220; total, 27,979. 

The number of movements was 7,935; the number of train 
rong ga 9,886,579, and the number of passenger-miles, 1,097,- 


The passenger total was made up as follows: Army, 861,- 
020; patients, 49,401; prisoners of war, 31,733; navy, 67,402; 
marine, 17,944; coast guard, 3,938, and miscellaneous, 1,320. 

Of the total movements, 175,581 passengers were moved 
with use of 5,739 cars of various types in regular train move- 
ments while 857,177 passengers were moved with use of 22,240 
cars of various types in special train movements. There were 
3,467 regular and 4,468 special train movements. Train miles 
totaled 3,706,670 in the regular and 6,179,909 in the special 
train movements while the passenger-miles totaled 189,031,125 
in the regular and 908,009,053 in the special train movements. 

July, it was said at the A. A. R., was a typical month in 
the rail transportation of troops since the beginning of the war 
but was unusual in that the railroads were moving soldiers 


returning from Europe and taking men to another front at the 
same time. 


GRAIN LOADING RECORD 


In the first 34 weeks of 1945 the country’s railroads carried 
more grain and grain products than in any similar period on 
record, the Office of Defense Transportation announced. 


Carloadings of grain and grain products for the 34 weeks 
ended August 25 totaled 1,748,248, the O. D. T. said, adding: 


The total compares with 1,648,935 for the first 34 weeks of 1944, 
an increase of 99,313 cars or six per cent. It tops the previous high 
of 1,691,450 cars in the same 34-week period of 1943, and the pre-war 
high of 1,605,640 attained in 1929. 
~The number of carloads of grain and grain products shipped during 
the week ended August 25 was 66,768, as compared with 49,327 for the 
same week in 1944, an increase of 17,441 cars or 35.4 per cent. 

In the western district grain loadings for the week ended August 
25 were 47,226 cars, an increase of 12,394 cars, or 35.6 per cent over 
the corresponding week of 1944. Western district carloadings for the 
first 34 weeks of 1945 were 1,189,305, compared with 1,119,977 for the 
same period of 1944—an increase of 69,328 cars or 6.2 per cent. 








































































































































































































































634 


RAIL LOSS AND DAMAGE AND REVENUE 


The freight claim division of the Association of American 
Railroads on August 29 issued a circular on freight loss and 
damage, carloadings and revenue, 1944. 

Heading the list of commodities for which loss and damage 
were incurred during 1944 were: vegetables, fresh, $3,803,172; 
ale, wine, beer, etc., $3,225,587; live stock, $2,986,876; grain, 
$2,226,851; fresh fruits (excepting citrus), $2,098,537; fresh 
fruits (citrus), $1,983,019; and canned foods products, $1,956,810. 
Loss and damage claims totaled $57,299,229, of which $17,620,523 
consisted of L. C. L. freight. 

Highest loss and damage per car found the following com- 
modities heading the list: melons, $29.14; sewer pipe, etc., 
$17.78; eggs (in shell), $13.41; ale, wine, beer, etc., $12.98; fresh 
fruits (excepting citrus), $11.31; and fresh fruits (citrus), $10.78. 

When commodities are listed by loss and damage per $100 
revenue, the following commodities head the list: sewer pipe, 
etc., $16.08; melons, $10.59; eggs (in shell), $4.93; furniture 
(new), $4.56; ale, wine, beer, etc., $4.37; and live stock, $3.57. 

Loss and damage per car averaged $1.38, and loss and 
damage per $100 revenue averaged 78 cents. For L. C. L. freight, 
loss and damage per car averaged $3.25, and loss and damage 
per $100 revenue averaged $4.71. 


REFRIGERATOR TRAFFIC RECORD 


Based on a compilation showing carloadings, tonnage orig- 
inated, and tons “per car’ in the years 1944, 1943 and 1942 
for the twenty-six items in the I. C. C. commodity statistics 
which are known to be predominantly refrigerator car com- 
modities, Chairman Kendall, of the car service division of the 
Association of American Railroads, has pointed out that in.1944 
the tonnage “per car” of these commodities averaged 22.28, 
an increase of 2.96 tons “per car’ over the average for the 
year 1942. 

“The effect of this increase may be measured by the fact 
that if the tonnage per car of 1942 had existed in 1944, it 
would have required 2,575,322 carloads to have handled the 
tonnage originated, or 341,879 carloads more than were actually 
originated in 1944,” said he. 

“It is doubtless safe to say. that this increase in car utiliza- 
tion, comparing the two years, enabled the car lines and the 
carriers to do a satisfactory job in transporting the perishable 
commodities offered for shipment. Stating it another way, if 
there had not been this increase in tonnage per car, we would 
likely have been faced with serious refrigerator car shortages 
in 1944 instead of the sporadic and temporary ones which we 
were able to overcome.” 


TANK CARS TO MEXICO 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has directed attention to a 
change in CSD Embargo 950, prohibiting movement of all 
loaded and empty tank cars to or via any railroad in Mexico 
via any gateway, making the embargo apply with certain 
exceptions “only to loaded and empty tank cars moving to or 
via the National Railways of Mexico, via any gateway.” 

“There is no restriction against the movement of tank 
cars, loaded or empty, to or via other railroads in Mexico,” 
said he. 


MERCHANDISE WAREHOUSING DATA 


Statistics on public-merchandise warehousing for July, re- 
leased by J. C. Capt, director of the Bureau of the Census, 
Department of Commerce, shows percentage of space occupancy 
at the end of July as 8.8 per cent as compared with 87.9 per cent 
for June. Reports were obtained from 677 firms, said the 
director, adding: 

For July this year the 677 warehousing firms cooperating in this 
survey reported 1,970 merchandise warehouse buildings as operated 
during the month, with a total of 50,857,057 square feet of occupiable 
space intended for public warehousing of general merchandise, of which 
45,156,928 square feet were reported as occupied. 

The 677 warehousing firms also reported gross space conditions as 
follows: Total gross space computed from outside building measure- 
ments, 94,840,503 square feet; gross space intended for purposes other 
than public-merchandise warehousing (that is, space for cold-storage 
products and household goods and space leased as landlord to tenants), 
33,677,612 square feet; and gross space intended for public warehousing 
of general merchandise, 61,162,891 square feet, of which 10,305,834 
square feet were reported as unoccupiable (consumed by walls, aisles, 


elevator shafts, stairways, offices, platforms, shipping rooms, rest 
rooms, columns, etc.). 


RAILROADS AND SOFT COAL SUPPLY 


Solid Fuels Administrator Ickes, commenting on an esti- 
mate of the Solid Fuels Requirements Committee that the rail- 
roads would need 127,000,000 tons of soft coal in the fuel year 
ending March 31, 1946, instead of 139,000,000 tons as estimated 
before the surrender of Japan, said: 


TRAFFIC WORLD 


With the demobilization of troops and the post-war shifting of the 


_ population, passenger traffic (requiring one-fifth of the railroads’ coal) 


will be undiminished. A 15 per cent reduction in freight traffic during 
the last four months of 1945 will reflect a 12 per cent cut in coal 
requirements. However, movements of basic industrial commodities wil) 
remain relatively high during the remainder of the coal year, as indus. 
tries shift ‘materials and otherwise get under way for reconversion. 
The railroads burn over 20 per cent of the total soft coal supply. 


AUTO BOX CAR SUPPLY 


Railroads have been urged by Chairman Kendall, of the 
car service division of the Association of American Railroads, 
to recondition promptly 40-50 foot box cars equipped with 
loaders to the end that equipment will be available to move 
automobile shipments. 

“Nothing in the car supply situation is more urgent than 
that these cars be reconditioned promptly, enabling adequate 
car supply for new automobile production,” said he. 





RAILWAY EXPRESS SAFETY PROGRAM 


Anticipating increasingly complex traffic problems in most 
cities during the post-war period, the Railway Express Agency 
on September 1 launched an expanded safety program, it was 
announced by L. O. Head, president. Safety directors were re- 
cently appointed in each of the four operating regions of the 
agency, and went through a special course of study in Chicago 
arranged for them by the National Safety Council. The agency 
will install the council’s commercial vehicle safety services 
among express vehicle employes in metropolitan cities. Division 
operating superintendents will arrange meetings to be attended 
by officials and supervisors. 

The four safety directors named are: M. S. Cogan, eastern 
department, New York City; George Macklem, central depart- 
ment, Chicago; R. G. West, southern department, Atlanta; and 
L. E. Gehan, western department, San Francisco. These men 
will work under the direction of the agency’s operating. vice- 
presidents, and their activities will be coordinated by Joseph M. 
Shanaphy, executive representative attached to the president’s 
staff, New York City. 





RAILWAY EXPRESS CONFERENCE 

The Railway Express Agency, through L. O. Head, presi- 
dent, announced September 4 that its vice-presidents and rank- 
ing officers from all parts of the country have been in confer- 
ence during the week preparing to return to a peacetime basis. 
Wartime business is still running in great volume, principally 
due to government efforts to expedite the movement of troops, 
particularly those returning from Europe, and to the enormous 
volume of shipments made by the soldiers now moving, Mr. 
Head said. In many parts of the country there is an appreciable 
increase of normal commercial business. Agency officials ex- 


pect an increase in the volume of business of about 40 per cent 
over that handled in 1940. 


B. & O. RADIO TELEPHONE ORDER 


The Baltimore & Ohio Railroad has just placed an order 
for radio telephone equipment with the Bendix Radio Division 
of the Bendix Aviation Corporation, to be placed in the B. & O. 
yard at New Castle, Pa. It will be used to facilitate the opera- 
tion of the freight car classification yard at that point. The 
company points out that the transaction marks the 100th year 
of progress in electric communications on the American rail- 
roads. On April 1, 1845, the world’s first commercial telegraph 
operation began over lines strung along the B. & O.’s right of 
way between Baltimore and Washington. 


CLARK TRUCTRACTOR EFFICIENCIES 


A system of handling unit packages of winches by fork 
truck has saved the Heil Co. of Milwaukee about $3 in packag- 
ing costs for each winch, according to the Clark Tructractor 
Division of Clark Equipment Co., Battle Creek, Mich. Winches 
which were originally crated separately at a cost of $4.35 each 
are now assembled into a unit package of six at a cost of $6.75 
for materials and handled by fork truck. The handling time 
of uncrated winches has been cut 67 per cent by the use of a 
fork truck, according to the Clark Co. 


STUDEBAKER ON POST-WAR TRAFFIC 


The Studebaker Corporation will release a series of seven 
advertisements on post-war traffic planning during the latter 
part of 1945, according to an announcement by R. G. Hudson, 
manager, truck division. Addressed to the public, the ads call 
attention to the fact that. “attempting to move 20th century 
traffic through 19th century streets and alleys costs the Amer- 
ican public untold millions of dollars annually.” The series 
urges public cooperation in encouraging every intelligent plan 
for relieving motor transportation congestion in each locality. 
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Bills of Lading—Negotiation Versus 
Delivery 


Wyoming.—Question: Will you please 
explain in detail the various ways in 
which an order bill of lading may be 
transferred or negotiated. When is an 
order bill of lading transferred and 
when it is negotiated, and what is the 
difference between these two terms? 

The bill of lading act specifies that an 
order bill may be negotiated by “de- 
livery” or by ‘“indorsement.” The ex- 
planation given is brief and I would 
like to know the meaning of the term 
“delivery” as here used and the mean- 
ing of “indorsement.” 

Answer: Sections 27, 28, 29 and 32 
of the Bills of Lading Act provide: 


Sec. 27—(Order Bill—Negotiation by Deliv- 
ery)—That an order bill may be negotiated 
by delivery where, by the terms of the bill, 
the carrier undertakes to deliver the goods to 
the order of a specified person, and such per- 
son or a subsequent indorsee of the bill has 
indorsed it in blank. 

Sec. 28—(Order Bill—Negotiation by In- 
dorsement)—That an order bill may be nego- 
tiated by the endorsement of the person to 
whose order the goods are deliverable by the 
tenor of the bill. Such indorsement may be in 
blank or to a specified person. If indorsed to 
a specified person it may be negotiated again 
by the indorsement of such person in blank or 
to another specified person. Subsequent nego- 
tiation may be made in like manner. 

Sec. 29—(Transfer of Bill by Delivery—Ne- 
gotiation of Straight Bill)—That a bill may be 
transferred by the holder by delivery, accom- 
panied with an agreement, express or implied, 
to transfer the title to the bill or to the goods, 
represented thereby. A straight bill cannot be 
negotiated free from existing equities, and the 
endorsement of such a bill gives the trans- 
feree no additional right. 

Sec. 32—(Title Acquired by Person to Whom 
Bill Has Been Delivered but Not Negotiated) 
—That a person to whom a Dill has been 
transferred, but not negotiated, acquires 
thereby as against the transferor, the title to 
the goods, subject to the terms of any agree- 
ment with the transferor. If the bill is a 
straight bill such person also acquires the 
right to notify the carrier of the transfer to 
him of such bill and thereby become the di- 
rect obligee of any obligations the carrier 
owed to the transferor of the bill immediately 
before the notification. 


In its decision in John S. Hale & Co., 
Ine. vs. Beley Cotton Co., 290 S. W. 994, 
the court draws a distinction between 
negotiation and delivery of the bill in 
the following language: 


This court has explained the difference be- 
tween straight bills of lading and order bills 
of lading in Tennessee Egg Co. vs. Monroe, 
151 Tenn. 121, 268 S. W. 372. As appears from 
the stipulation, we are here dealing with order 
bills not indorsed by the person to whom the 
carrier undertook to deliver the goods. 

By Section 27 order bills of lading may be 
negotiated by delivery when indorsed by the 
berson to whom the carrier undertakes to 


deliver the goods or by a subsequent indorsee. 
By Section 28 they may be negotiated by in- 
dorsement, when indorsed by ‘“‘the person to 
whose order the goods are deliverable by the 
tenor of the bill.’’ 

The bills of lading in controversy had not 
been indorsed by Manget Bros., the persons 
to whom the carrier had undertaken to deliver 
the goods, when they came into the hands of 
the bank. They were not in such shape that 
they might be negotiated by delivery. Sec- 
tion 30. They were not in negotiable form 
at all. 

The bank therefore did not acquire the title 
to the goods which the person who negotiated 
the bill might have conveyed under a nego- 
tiable bill of lading to a purchaser in good 
faith for value (section 31), but acquired only 
that title to the goods taken by one to whom 
a bill of lading has been transferred (section 
31); that is, title ‘‘as against the transferor’’ 
—the transferees’ title. 


Tariff Interpretation — Application of 
Rule 15 of Consolidated Classifica- 
tion 


Washington.—Question: The classifi- 
cation provides for a 4th class rating 
on empty egg cases, old, wooden, both as 
carload and less than carload. 

We ship empty cases in carloads over 
carriers that have a trap car provision 
within their tariffs. We pay the 4th 
class rate on the railroad scale weight 
as according to Section 1 of Rule 15 of 
the classification the charge for a car 
fully loaded must not exceed the charge 
for the same lot of freight if taken 
as an L. C. L. shipment. 


We also ship over short line carriers 
who do not have a trap car provision 
within their tariffs. The short line car- 
riers refuse to recognize Rule 15 and 
assess the minimum as provided in 
Rule 34; this charge, of course, exceeds 
the charge for the same lot of empty 
cases if taken as L. C. L. 

They claim, as there is no trap car 
provision in their tariffs they cannot 
switch the car from or to the industry 
track to the depot as an L. C. L. ship- 
ment. We interpret Rule 15 to mean 
that, should a car be ordered for load- 
ing and the car is fully loaded, the 
carrier cannot charge more for this ship- 
ment than if the same lot of freight was 
shipped L. C. L. 

As the carload and L. C. L. rates are 
the same, this presents an unusual situ- 
ation and we would. like to have any 
information that you might be able to 
give us in order to help us out. 


Answer: If, as appears, the shipments 
were carload shipments (Janney-Sem- 
ple-Hill & Co. vs. Cleveland, C. C. & 
St.. i... Ry..<o, 201 fC CC. Fea). the 
fact that, under Section 1 (a) of Rule 15, 
the L. C. L. rate is charged as a maxi- 
mum does not constitute the shipments 
less-than-carload shipments. (Klein- 
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Simpson Fruit Co. vs. Director-General, 
98 I. C. C. 547; Miller Rose Co. vs. C. & 
N. W. Ry. Co., 136 I. C. C. 593). 

If the shipments are to be considered 
as carload shipments subject to the 
L. C. L. rate as a maximum, it does 
not appear that the trap car rule has 
any application. 


Reconsignment—Duty of Carrier to Use 
Diligence in Effecting Reconsignment 


Connecticut.—Question: What would 
we considered reasonable time in the 
transmission of a diversion order? If a 
car was held at a point which had a 
closing hour say at five o’clock to insure 
departure therefrom and the order had 
been placed at another point at four 
o’clock and the actual time for trans- 
mitting would only take approximately 
15 to 20 minutes, would it be fair to 
consider that the carrier had sufficient 
time to get the order to point of diver- 
sion so that the car could make the 
train in question? 

Answer: There are several decisions 
of the Commission involving the ques- 
tion of whether, in accordance with pro- 
visions of their tariffs, they have used 
due diligence in the reconsignment of 
shipments. See Beaumont Export & 
Import Co. vs. Louisiana & Western 
R. KR. Co., 151 LC. C. 215; Barber vs: 
Georgia & F. Ry. Co., 118 I. C. C. 282; 
Newsome Feed & Grain Co. vs. Cleve- 
land. CC. C, & St. i... Ry. Co, 104 1. C. C. 
269 and Humble Oil & Refining Co. vs. 
New York Cent. R. Co. 33:1. C. C. S31. 

In the instant case, the time elapsing 
between the placing of the order for 
reconsignment and the closing hour at 
point. of reconsignment is rather short, 
but apparently long enough to accom- 
plish the reconsignment, if acted upon 
immediately. We assume that the time 
of departure of the train from the re- 
consigning point was sufficiently sub- 
sequent to the closing hour to enable 
the carrier to place the reconsigned car 
in the train for forwarding to the re- 
consigned destination. 


Tariff Interpretation—Applicable Rating 
on Cotton Work Trousers in “Bales” 


West Virginia.—Question: Item 3095-B, 
Supplement 29, Central States Motor 
Freight Bureau, Inc., MF-I. C. C. No. 
85, provides for Class 70 on cotton work 
trousers, in bales, any quantity. 

Several recent shipments have simply 
been folded flat, tied with twine in bun- 
dles of ten, and placed in cartons which 
are strapped with one inch steel strap- 
ping. 

Do we correctly understand that the 
proper less-than-truckload rating on the 
shipments described above is first class, 
as per Item 2, page 84, National-Motor 
Freight Classification No. 7, and, if so, 
are you in a position to support your 
views with decisions of the Commission ? 

Answer: Item 3095-B of Supplement 
29, Central States Motor Freight Bu- 
reau, Inc., Agent, MF-E. C. C. No. 85, 
Exceptions Tariff No. 205, provides: 


Clothing: 

Clothing, cotton, including shirts and pants, 
made wholly of cotton, in bales, see Notes 1 
and 2—A. Q.—70. 

Note 1—Each bale must be separately cov- 
ered with burlap; fibreboard, metal strapped; 
cotton cloth not less than 8 ounces to the 
square yard; or two thicknesses of sulphate 
or sulphate paper, weighing not less than 90 
pounds per ream (480 sheets, 24x36 inches). 

Note 2—For account of Freight, Inc., rat- 
ing will apply only on clothing, work, in- 
cluding overalls, jumpers, pants, shorts, made 


























































































































































































































































































































wholly of cotton, children’s play suits, also 
jackets made wholly of cotton, in bales. Basis 
in National Motor Freight Classification ap- 
plies on other articles included in this item. 


National Motor Freight Classification 
No. 7, Agent Jackson’s MF-I. C. C. No. 
14, page 84, Item 2 provides: 


Clothing: 

Clothing, N. O. I., in bales; in boxes; in 
canvas, see Note 4 below, or rattan hampers; 
in salesmen’s sample trunks locked and 
sealed with metal seals; or in trunks in 
crates—1. 


It appears to us that the exception 
item. has only removed clothing, cotton, 
including shirts and pants, made wholly 
of cotton, “in bales,’ from the National 
Motor Freight Classification, and that 
the exception item does not therefore 
apply to shipments in cartons. 

In other words, the shipment de- 
scribed in paragraph two of your letter 
does not, in our opinion, conform with 
the provisions of Note 1 of Item 3095-B. 

The dictionary describes the word 
bale as “fa large closely pressed package 
of merchandise bound with cord, wire, 
or hoops, and usually protected by a 
wrapping, as a burlap.” The definition 
of the word carton is “a box with an 
attached cover, made of various ‘kinds 
of board, as pasteboard, strawboard, 
fiberboard, for shipping or storing light 
articles.” 

In this connection, we quote from the 
Commission’s opinion in Clothing in Of- 
ficial] Territory, 256 I. C. C. 72 (73): 


They publish the more specific description 
under suspension herein upon being informed 
by the inspection bureaus that some shippers 
recently have demanded the exceptions basis 
of rates on shipments of high-grade clothing 
in alleged bales consisting of a number of 
individual containers bound together and 
covered as required by the note in the excep- 
tions tariff. Neither the classification nor the 
exceptions tariff contains a definition of a 
bale. 


Further, in Clothing in Bales in Offi- 
cial Territory, 259 I. C. C. 389, the re- 
port on page 393 states: 


After the reduced rates were established 
within official territory, it became necessary 
to revise the tariff provision under which it 
was intended that cotton work clothing should 
have rates lower than other types of cotton 
rlothing, so as to prevent shippers from pack- 
_ing higher-grade clothing in boxes, strapping 
a number of those boxes together, and de- 
scribing such a package as a bale. 


Note 1 of Item 2095-B provides that 
each bale must be separately covered 
with burlap or fibreboard, metal 
strapped, etc. 

The shipment in question seems to us 
to have been merely cartons (or boxes) 
of trousers strapped together, and not 


trousers in bales, covered with burlap, 
fibreboard, etc. 


Tariff Interpretation—Application of 
Rating on Returned Containers 


South Dakota. — Question: We will 
appreciate your opinion on the follow- 
ing: 

We ship our products in containers to 
our Minneapolis branch via truck com- 
mon carriers and later reship them to 
various points including Stillwater, Min- 
nesota. 

We recently received some of these 
empty containers, which were shipped 
on one bill of lading from Stillwater, 
Minnesota, to Sioux Falls, South Da- 
kota, via the same truck carriers who 
transported the original shipment in the 
filled containers. 


Item 2501 of Motor Freight Tariff No. 
1025, Middlewest Motor Freight Bureau, 
Agent, MF-I. C. C. No. 2, Exceptions 
to the Classification, provides for a rat- 
ing of 27% on empty shipping containers 
returned. 

Under the above circumstances, please 
tell us if you believe this item is ap- 
plicable. 

Answer: Note (a) of Item 2525 of the 
tariff to which you refer, reads in part 
as follows: 


Except as provided in paragraph (b) the 
ratings provided in Items Nos. 2495 through 
2520 will apply only when the immediate pre- 
ceding transportation of the filled containers 
to the shipping point of the empty containers 
was made by the identical motor freight car- 
rier (or carriers) transporting the empty con- 
tainers, subject to the certificate from the 
shipper or consignee of the empty containers 
to that effect in the form as follows: 

‘Certificate’ 

“This is to certify that the filled containers 
which are being returned empty were received 
on the immediately preceding transportation 
of the filled containers by the identical motor 
freight carrier (or carriers) transporting the 
empty containers.’’ . 


We are of the opinion that Item 2501 
would not apply to a movement such as 
you mention. 

In Burger Brewing Co. vs. Pennsyl- 
vania R. Co., 255 I. C. C. 515, on page 
517, the Commission stated that in in- 
terpreting the provisions of freight tar- 
iffs, the terms used must be construed 
in the sense in which they are generally 
and commercially understood. It is 
pointed out in this case that in Portner 
Brewing Co. vs. Southern Ry. Co., 25 
I. C. C. 659, a controversy arose as to 
whether the returned empty-package 
rate in effect from Charlotte, N. C., to 
Alexandria, Va., would apply on empty 
beer packages which were consolidated 
at Charlotte for carload shipment to 
Alexandria, the same packages, filled, 
having been shipped from Alexandria to 
Charlotte and numerous adjacent points 
with instructions to return the empties 
to Charlotte for consolidation of accu- 
mulated shipments for forwarding in re- 
turn movement to a brewery at Alex- 
andria. It was found that the practice 
did not accord with the tariff in that 
the rate on returned empty packages 
applied only from and to the points be- 
tween the original shipment moved. 


Damages — Measure of — Goods Trans- 
ported to Shippers’ Warehouse 


Pennsylvania.—Question: We would 
like your opinion on the question of the 
measure of the liability of the carrier, 
that is, what is the correct value to be 
used for claim purposes under the condi- 
tions submitted hereafter ? 


Merchandise is shipped from the fac- 
tory to company-owned warehouses, bet- 
ter known as company division offices, 
to be used as stock to fill future orders 
received at division offices by ‘phone, 
mail, and salesmen operating in the ter- 
ritory covered by such division office. 

In making claim for damages for mer- 
chandise shipped from factory to the 
company-owned warehouses or division 
offices, should the value as invoiced to 
warehouse or division office or the 
wholesale resale value of the goods as 
invoiced by the division office be used? 
Keep in mind that the merchandise is a 
staple product not subject to deteriora- 
tion, daily or weekly change in price. 

The McCaull-Dinsmore case ruling 
was that loss or damage for which any 
carrier is liable shall be computed on 
the basis of the value of the property 
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at the place and time of shipment under 
the bill of lading. 

Answer: In the McCaull - Dinsmore 
case, 253 U. S. 97, 40 S. Ct. 504, the 
Supreme Court of the United States 
held that the provisions formerly car- 
ried in the carrier’s bill of lading, which 
provided that the amount of any loss 
or damage for which any carrier was 
liable should be computed on the basis 
of the value of the property at the time 
and place of shipment, including freight 
charges, if paid, to be a limitation upon 
the carrier’s liability and therefore con- 
trary to the Cummins amendment, and 
in effect stated that the measure oi 
damage was the actual loss caused by 
the breach of contract of carriage, 
which loss was what the shipper would 
have had if the contract had been per- 
formed. The plaintiff in this case was 
the consignor, a shipper of grain. 

In the Crail case, 281 U. S. 57, 50 S. Ct. 
180, the plaintiff was the consignee, a 
retailer of coal. The court in this case, 
citing its decision in the McCaull-Dins- 
more case, said: 

By the Cummins amendment the holder of 
a bill of lading issued for an interstate rail 
shipment is entitled to recover for failure to 
make delivery of any part of the shipment 
without legal excuse, ‘‘the full actual loss, 
damage or injury to such property’”’ at point 
of destination. Chicago, etce., Ry. Co. vs. 
McCaull-Dinsmore Co., 253 U. S. 97. 


The court in effect held that, as the 
coal which was the subject of the claim 
for damages was to be placed in stock and 
it was not necessary for the dealer to pur- 
chase coal at retail at destination to ful- 
fill a contract of sale, the wholesale 
price of coal at destination, plus freight 
charges from origin to destination was 
the measure of damages. 

While the destination value is the 
measure of damages for loss of, injury 
or delay to goods, there is no uniform 
basis or method of arriving. thereat. 
Each case must be determined by taking 
into consideration the circumstances sur- 
rounding the purchase, sale and trans- 
portation of the goods, such as, for in- 
stance, whether it was necessary to 
replace the goods at destination in order 
to fill a contract of sale or whether the 
seller has lost a sale because of the 
non-delivery of the goods or has earned 
a retail profit by a contract of sale. 

With respect to goods which are 
transported to warehouses of the ship- 
per, there are no decisions of which we 
are aware in which either the Supreme 
Court or the state courts have deter- 
mined. the question of the measure of 
damages. 

With respect to the measure of dam- 
ages where goods are placed in a ware- 
house as stock, obviously the value of 
such goods at the warehouse is the basis 
of recovery. In several cases it has 
been held that, where a buyer brought 
suit for loss of part of a carload ship- 
ment, he was entitled only to the point 
of origin cost, plus freight, where, by 
reason of having on hand a stock of 
such goods sufficient for immediate 
sales, it was not necessary for him to 
go into the market at point of destina- 
tion and purchase at retail goods suffi- 
cient to replace those lost or injured in 
transit by the carrier. See, Smith vs. 
N. Y. O. & W. R. Co., 191 N. Y. S. 52; 
Brown Coal Co. vs. Ill. Cent. R. Co., 
192 N. W. 920. 


Damages—Express Shipment—Released 
Valuation 


Tennessee. — Question: Four smal! 
packages were tendered to an express 
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As though you 
were there yourself 





You may be sure of this: Day in, day out, night through, 
the liquid commodity you store with General American Ter- 
minals will be receiving the same personal attention and interest 
“fas though you were there yourself’’. For that is what 
General American Terminals are: tank storage terminals built 
to serve you and your product, strategically located for quick 
shipment to market or processing plant—manned by skilled 
crews, served by modern safety equipment. 


General American’s independent ownership assures you of 
absolute privacy. You have every advantage of your own 
private terminals—all with no investment on your part. 



















Six Exclusive General American 
Advantages for YOU: 


STRATEGIC LOCATIONS. Low rail and 
ocean freight rates. 


RELIABLE CUSTODIANSHIP. Our were- 
house receipts are highest type of col- 
lateral everywhere. 


INDEPENDENT OWNERSHIP. Strict pri- 
vacy. We do not buy, sell, or refine oils. 


MODERN PROTECTION. Latest safety 


appliances; lowest insurance rates; mini- 
mum evaporation losses. 


LARGE TANK CAR FLEET. 


aud kh @O ND m= 


NO CONTAMINATION. Separate pumps, 
lines, storage zones for dissimilar com- 
modities. 


GENERAL AMERICAN TANK STORAGE TERMINALS 


Goodhope and Westwego, La. (Port of New Orleans) 
Corpus Christi, Texas . 


Carteret, N. J., (Port of New York) 


Galena Park, Texas (Port of Houston) 


A Division of General American Transportation Corporation 
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company for delivery at another city. 
No mention was made of the contents, 
but the contents were valued at $3,000, 
and one of the packages contained jew- 
elry. When delivery was made the 
packages were in bad order with part 
of the contents missing. The express 
company refuses to pay a claim on the 
ground that they were not informed of 
the contents of the packages. 

We will appreciate your giving us as 
complete information as possible regard- 
ing such a situation. 


Answer: The uniform express receipt, 
on the face thereof, provides that the 
company will not pay over $50, in case 
of loss, or 50 cents a pound, actual 
weight, for any shipment in excess of 
100 pounds, unless a greater value is 
declared and charges for such greater 
value paid. 


Section 2 of the uniform express re- 
ceipt terms and conditions provides: 


In consideration of the rate charged for 
carrying said property, which is dependent 
upon the value thereof and is based upon an 
agreed valuation of not exceeding fifty dollars 
for any shipment of 100 pounds or less, and 
not exceeding fifty cents per pound, actual 
weight, for any shipment in excess of 100 
pounds, unless a greater value is declared at 
the time of shipment, The shipper agrees that 
the company shall not be liable in any event 
for more than fifty dollars for any shipment 
of 100 pounds or less, or for more than fifty 
cents per pound, actual weight, for any ship- 
ment weighing more than 100 pounds, unless 
a greater value is stated herein. Unless a 
greater value is declared and stated herein 
the shipper agrees that the value of the 
shipment is as last above set out and that 
the liability of the company shall in no event 
exceed such value. 


Section 3 of the uniform express re- 
ceipt terms and conditions states that, 
unless caused by its own negligence or 
that of its agents, the company shall not 
be liable for (c) loss of money, bullion, 
bonds, coupons, jewelry, precious stones, 
valuable papers, or other matter of 
extraordinary value, unless such articles 
are enumerated in the receipt. 


Unless a greater valuation than that 
provided for in the express receipt was 
declared and charges for such greater 
value were paid, the liability of the 
carrier would be, in any event, limited 
to that amount. See, Wells vs. Neiman- 
Marcus Co., 227 U. S. 469, 33 S. Ct. 267. 

Unless the loss was caused by the 
negligence of the express company or 
its agents, the liability of the express 
company is as set forth on page 272 of 
the July 28, 1945, Traffic World, under 
the caption “Liability of Carrier—Con- 
cealment of Nature of Shipment— 
Fraudulent or Non-Fraudulent.” 


Tariff Interpretation—Words and 
Phrases—“Taken Apart” 


Wisconsin.—Question: We would like 

to have your interpretation of the ex- 
pression “K. D. or taken apart” as 
shown in certain items in Consolidated 
Freight Classification No. 16. Rule 19 
provides for K. D. but does not provide 
for “or taken apart.” 
_ We have come across the expression 
in several items in the classification and 
wonder whether our interpretation is 
the same as yours. 

Answer: In its decision in Payne Fur- 
nace & Supply Co. vs. Atchison, T. & 
S. F. Ry. Co., 188 I. C. C. 207, the Com- 
mission discusses the use of the words 
“or taken apart” in connection with the 
ratings on hot-air house heating fur- 
naces, in the following statement: 


The expression ‘‘knocked down”’ is defined 
in the classification as the taking apart of 
the article shipped in such a manner as to re- 


‘duce materially the space occupied; the mere 


separation of the article into parts without 
reducing the bulk not constituting a knock- 
ing down such as would entitle the shipper 
to the benefit of the lower rating. No speci- 
fication is made respecting what constitutes 
a material reduction in space, but defendants 
in practice treat as material a reduction of 
one-third or more in the space occupied by the 
completely assembled article and the taking 
apart of that article which effects such a re- 
cuction in space as a knocking down of the 
article within the meaning of the rule. 


It appears that the term “‘taken apart” 
has the same meaning as “knocked 
down”’ in the sense that these terms are 
used in the classification rating. 


Damages—Interest on Overcharge 
Claims 


Michigan.—Question: Can you refer 
us to any court decision or ruling of the 
Commission compelling common carriers 
or contract carriers via truck to pay 
interest on overcharge claims? 


Answer: It appears that the Inter- 
state Commerce Commission has no 
jurisdiction to award reparation, and 
therefore recovery of interest on an 
overcharge claim must be had in an ac- 
tion at law. 


If money is withheld after payment 
is due, interest is as a general rule al- 
lowable as damages in actions based 
upon either express or implied contracts. 
Stewart vs. Barnes, 153 U. S. 455, 14 
S. Ct. 845; McCreery vs. Green, 28 


E. K. Fleming, 80, who retired in 1935 
as assistant freight traffic manager, 
Burlington Lines, Chicago, died August 
31 at his Chicago home. Mr. Fleming 
had joined the Burlington in 1887. He 
was a past president of the Traffic Club 
of Chicago. 

* * * 

Clyde K. Smaltz, traffic manager, 
Mansfield Tire & Rubber Co., Mansfield, 
O., has been promoted to the newly 
created position of director of transpor- 
tation. 

* oo * 

Friends of Capt. James Whitaker hon- 
ored him with a luncheon at Como’s Inn, 
Chicago, on September 5. Prior to his 
entry into the services, Mr. Whitaker 
was traffic manager of the Hurley Ma- 
chine Co. Ralph J. Kelly, J. & S. Cart- 
age Co., was master of ceremonies. 

* * * 


Thomas J. McLaughlin, assistant gen- 
eral traffic manager of the American 
Radiator & Standard Sanitary Cor- 
poration, Pittsburgh, died August 31 fol- 
lowing a brief illness. Mr. McLaughlin 
was 55 years old. He was a member of 
the Chicago, New York, and Pittsburgh 
Traffic Clubs and other traffic organiza- 
tions. 

* * * 

W. W. Hott has been appointed com- 
mercial agent at Detroit, Missouri Pa- 
cific Lines, succeeding L. W. Sargent, 
promoted. 

* * * 

Lloyd W. Baker has been appointed 

general freight agent, Baltimore & Ohio 
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_— 172; Youmans vs. Heartt, 34 Mich. 
397. 

According to the weight of authority 
in the United States, such an allowance 
is made as a matter of law where the 
demand is liquidated. The rule permit- 
ting the recovery of interest as damages 
for the detention of money is peculiarly 
applicable where payment has becn 
wrongfully or vexatiously withheld. 
Hence, where money belonging to an- 
other is not paid over to the person en- 
titled to receive it at the time it should 
be paid over, interest will be allowed 
for the detention. United States vs. 
Curtis, 100 U. S. 219; Baltimore Trust 
Company vs. Bellevue Mills Co., 223 
Fed. 753. 

Where interest is recoverable as dam- 
ages, it does not constitute a distinct 
claim and can only be recovered with 
the principal by action at law (For- 
schirm vs. Merchants, etc., Bank, 122 
N. Y. S. 168; McDonald vs. Holden, 70 
N. E. 21 (affirmed 108 Ill. App. 449); 
Jamison vs. Burlington, etc., R. Co., 43 
N. W. 529), so when demand of the 
principal, as such, is made, and accepted, 
no interest can be recovered, the pay- 
ment of the debt extinguishing the right 
to recover interest thereof. Stewart vs. 
Barnes, 153 U. S. 456, 14 S. Ct. 839; 
Talbot vs. Bay City, 71 Mich. 118, 38 
N. W. 890. 

It seems apparent that at the present 
time interest is recoverable only in the 
event that it is prayed for in the action 
at law for the recovery of the over- 
charge. 


Railroad Co., with headquarters at Bal- 
timore. 
* * * 

Charles C. Elder, commercial agent of 
the Southern Railway System at New 
York City has been appointed district 
freight and passenger agent, with the 
same headquarters. John J. Rutledge, 
district freight and passenger agent at 
Evansville, Ind., has been appointed to 
the newly created position of division 
freight and passenger agent, with the 
same headquarters. C. M. Hill, division 
passenger agent at Atlanta, Ga., has 
been promoted to the newly created po- 
sition of assistant general passenger 
agent, with the same headquarters. 

* * * 


R. L. Miller, who was furloughed to 
enter military service in 1943, has been 
reappointed general agent, Erie Railroad 
Co., with office in Memphis. Paul W. 
Johnston, who recently returned from 
three and one-half years’ service with the 
U. S. Army as brigadier general, was 
elected vice-president at a meeting in 
Cleveland on September 1. He will have 
jurisdiction over all personnel matters. 
F. F. Moore has been appointed general 
agent, Indianapolis, succeeding the late 
T. J. Williamson. 

* * * 

B. C. Cassel, coal freight agent Read- 
ing Co., Philadelphia, Pa., has been ap- 
pointed general coal freight agent, re- 
placing J. W. Lawson, who has been pro- 
moted to freight traffic manager. R. S. 
Wayne has been appointed coal freight 
agent. H. B. Light, freight traffic man- 
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ager, has been appointed general freight 
traffic manager. J. W. Hewitt, vice- 
president, freight traffic, retired August 
31 after more than half a century of 
service. At a meeting of the board of 
directors held August 28 in Philadelphia, 
J. A. Fisher, general freight traffic man- 
ager, was elected vice-president to suc- 
ceed Mr. Hewitt. 
* * * 

R. J. Steiner has been appointed as- 
sistant general passenger agent, Chi- 
cago, St. Paul, Minneapolis & Omaha 
Railway Co., with headquarters in St. 
Paul. W. L. Mansfield, general passen- 
ger agent, St. Paul, has retired. 

* * * 

Lieut. Col. Edward J. Finnegan of 
Chicago recently was awarded the legion 
of merit at a military ceremony in Paris, 








being cited for “foresight, diligence, and 
wide experience in the handling of troop 
movements,” in his capacity as chief of 
the passenger branch of the office of 
chief of transportation, London. Before 
entering the service in 1942, Mr. Finne- 
gan was a passenger agent with the 
Pennsylvania Railroad in Chicago. 
* * 5 


Stuart Cameron has been named man- 
ager of the news bureau for American 
Airlines, Inc., in the general office, New 
York City. 

* * 

Dr. Emerson Day of Alexandria, Va.., 
has been appointed medical director of 
T.W.A.’s intercontinental division. Dr. 
Day, who has assumed his new duties at 
Washington national airport, succeeds 
Dr. R. Bretney Miller, who left the air- 
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| Outstanding Whar Poe P eace P owers 


Every time a freight train rolls along to destination 
and it is a sure bet that it is loaded with essentials, 
you can think of it as outstanding war and peace 
power for the Allies. Without mass transportation 
such as only the railroads can provide, it is inconceivable that 
the Allies could possibly have made such short order of the 
world’s most destructive enemies. 

Railroads in World War II didn’t have to catch up with the 
procession but definitely lead in the parade in stepping up the 
tempo of war production which, with our growing military might, 


When it comes to speedy mass transportation, ‘round the clock, 
one of the important links is the matter of interchange of freight 
cars. Through the Peoria Gateway flows thou- 
sands of cars of freight and the P. & P. U. Ry. 
interchange classifies the cars and speeds 
them on to destination. Just as we performed 
this function at war, so shall we perform it in 


Everybody's Gateway—Always Open 


Peoria and Pekin Union Railway Co. 


E. F. Stock, Traffic Manager — Union Station, Peoria, Ill. 


SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North Western 
Ry.; Chicago & Illinois Midland Ry.; Ilinois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolls & St. Louls R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
Iilinols Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 
& Quiney Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Cinelnnati, 
Chicago & St. Louls Ry. (Peorla & Eastern); Toledo, Peoria & Western R. R. 


"One of America's Railroads — All United for Service in the Post-War Era." 
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line recently to return to private prac- 
tice. 
* * * 
Robert Atkinson, district manager 
since 1927 of the steel and tube division, 


Timken Roller Bearing Co., Detroit, died 


recently after a brief illness. He was 53 
years old. 
* * * 

R. E. Kennedy, personnel officer at 
Chicago, Chicago Great Western Rail- 
way Co., has retired. Harry Boller has 
been appointed to succeed Mr. Kennedy. 

* * 

William P. Davis has become asso- 
ciated with the Continental Transporta- 
tion Lines, Inc., Pittsburgh, in the ca- 
pacity of vice-president in charge of op- 
erations. Mr. Davis was formerly assist- 
ant director, southern division, Asso- 
ciated Transport, Inc. 

* * * 

R. D. Ewers has been appointed audi- 
tor of the Panhandle and Santa Fe Rail- 
way Co., with headquarters at Amarillo, 
Tex., succeeding C. A. Casler, who is re- 
tiring after many years of service. 

* 


A. E. Meyer, auditor for the Santa 
Fe’s Coast Lines, Los Angeles, has re- 
tired after 55 years of railroad service. 
Mr. Meyer became motive power ac- 
countant for the Santa Fe in 1903. Suc- 
ceeding Mr. Meyer is his assistant, C. F. 
Lodter. W. E. Miller, chief clerk in 
freight and interline accounts branch of 
Los Angeles auditing department, will 
succeed Mr. Lodter as assistant auditor. 
Heath Pate, Santa Fe division freight 
and passenger agent, Stockton, Cal., died 
August 28 at Tracey, Cal. 

* * * 


Brigadier General Clarence L. Burpee, 
commanding general of the second mili- 
tary railway service and former superin- 
tendent of the Jacksonville, Fla., ter- 
minals on the Atlantic Coast Line Rail- 
road, was recently awarded the dis- 
tinguished service medal at a ceremony 
held in Brussels, Belgium. General Bur- 
pee was cited for his exceptional skill in 
directing continental military railway 
operations during Allied operations 
through France ,and Belgium. 

* 


W. D. Llewellyn, retired general man- 
ager of the northern department, Rail- 
way Express Agency, died in St. Paul, 
Minn., on August 14. He was 63 years 
old. He had served the company for 
46 years. 

* * * 

Lt. Col. James D. Henry, of Washing- 
ton, D. C., has returned to his duties as 
assistant to the president of Pennsyl- 
vania-Central Airlines. Early this year 
he attained the distinction of being 
decorated twice in one day, receiving 
the legion of merit and cluster to the 
bronze star medal from Lt. Gen. Lewis 
H. Brereton, commanding general, First 
Allied Airborne Army. 

* 


Perry J. Lynch has been promoted to 
operating vice-president, Union Pacific 
Railroad, Los Angeles. E. J. Connors, 
who has been on a leave of absence as 
assistant director of the Office of De- 
fense Transportation, has returned as 
vice-president. Harvey E. Shumway, 
general superintendent at Kansas City, 
has been promoted to general superin- 
tendent of transportation, succeeding 
Mr. Lynch. 

ok * * 

R. L. Black, superintendent of the 
Norfolk & Western Railway’s shops at 
Roanoke, Va., has retired after more 
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than 50 years of service with the rail- 
way. Bernard Cook, general foreman, 
locomotive department, has been pro- 
moted to succeed Mr. Black. W. S. Gar- 
rett, general foreman at Crewe, Va., will 
succeed Mr. Cook. L. E. Berry, general 
foreman at the Portsmouth shop, will 
succeed Mr. Garrett. H. B. Robinson, 
night roundhouse foreman at Shenan- 
doah, Va., will succeed Mr. Berry. Suc- 
ceeding Mr. Robinson is W. M. Tucker, 
foreman at Iaeger, W. Va. J. E. Weiser, 
foreman at Winston-Salem, will succeed 
Mr. Tucker. 
* * * 

An address by Richard Lounsbury, 
passenger traffic manager, Pan Ameri- 
can Airways System, scheduled to be 
delivered before the September 5 meet- 
ing of the New York chapter of Delta 
Nu Alpha transportation fraternity at 
Hotel Governor Clinton, has been post- 
poned to the October meeting, on Mr. 
Lounsbury’s request. J. Gottschalk con- 
ducted a forum on public interest in 
railroad rate conferences at the Sep- 
tember 5 meeting. 

* * BS 


Robert A. Morris has been appointed 
advertising manager of the Acme Steel 
Co., Chicago. Mr. Morris has been with 
the War Production Board at Washing- 
ton for the past three and a half years 
and recently resigned as deputy direc- 
tor of the containers division. 

* * * 


The Freight Traffic Institute Alumni 
Association will hold its first regular 
fall meeting September 12 in the Mid- 
land Hotel, Chicago. There will be a 
pre-meeting dinner in Briggs Restau- 
rant. About 25 new members will be 


initiated into the alumni association. 
Vic Aretz, Diversey Corp., is in charge. 
* * * 


Dr. Harper T. Goodspeed, president, 
Pan American Association, Inc., spoke 
on “The Current South American 
Scene” at the September 6 meeting of 
the Oakland, Cal., Foreign Trade and 
Harbor Club at the Athens Athletic 
Club. President Ralph J. Boomer pre- 
sided. 

* * * 

Harvey Stowers, assistant’ to the 
president of Aircraft Industries Asso- 
ciation of America, Inc., will speak on 
“A Half Century of Air Transportation” 
at a meeting September 11 in the City 
Club Hotel, Oakland, Cal., to be spon- 
sored by the Oakland Chamber of Com- 
merce and the Oakland Advertising 
Club. J. F. Hassler, chairman of the 
aviation committee, Oakland Chamber 
of Commerce, will be chairman of the 
day. 

* * * 

Raymond G. Blair has been appointed 
district traffic manager for Chicago and 
Southern Air Lines, succeeding William 
R. Gillen as manager of the company’s 
Chicago office. Mr. Gillen is now north- 
ern region traffic manager, supervising 
traffic and reservations offices in Chi- 
cago, Peoria, St. Louis, Detroit, Toledo, 
Fort Wayne, Indianapolis, Evansville 
and Paducah. John J. Shad, Houston, 
district traffic manager, has been pro- 
moted to the office of southern region 
traffic manager. Philip W. Parker, Jr., 
of Knoxville, Tenn., has been named city 
traffic manager, succeeding Forrest 
Campbell, now associated with National 
Airlines. Joseph A. Doussard has been 
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named chief traffic dispatcher, Memphis, 
succeeding G. W. Davidson, promoted to 
the office of supervisor of reservations 
procedures. Frances McLaughlin, sec- 
retary to R. L. Heininger, general traf- 
fic manager, has been named chief clerk 
in the traffic department, Memphis. 
* * ok 


Captain H. B. Benedict, chief of the 
traffic branch, Chicago Ordnance Dis- 
trict, has been promoted to the rank of 
major. 

* * * 

C. W. Stover has returned from the 
armed forces to resume his post as com- 
mercial agent, Roanoke, Va., Norfolk & 
Western Railway Co. 


* * * 


T. R. Moffatt has been appointed of- 
fice manager of the Kansas City ter- 
minal of Watson Bros. Transportation 
Co. 


* * * 


Brig. Gen. Antonio Guedes Muniz, di- 
rector of the Brazilian government air- 
plane engine factory of Rio de Janeiro, 
will speak on “Industrialization of Bra- 
zil” at the September 11 meeting of the 
Export Managers’ Club of New York, 
at the Hotel Pennsylvania, New York. 

* * * 


Morrison Pretz, general freight traf- 
fic manager of the Moore-McCormack 
Lines, Inc., returned to New York on 
September 1 to resume his former duties 
with the steamship line. For the past 
three and a half hours, Mr. Pretz has 
served as manager of the company’s 
Philadelphia office, and more recently 
as manager of the Commercial Dispatch- 
ing Corporation office. 
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Paul Holdaway, president of Fall City 
Transfer and of the Transportation Club 
of Louisville, will speak at the Septem- 
ber 13 meeting of the Women’s Traffic 
Club of Louisville, to be held at Canary 
Cottage. : 


Major C. A. Newcomb, Jr., U. S. 
Army, retired, director of public rela- 
tions for Alfred Hart Distillery, spoke 
on ‘Australia’ at the September 5 meet- 
ing of the Women’s Traffic Club of Los 
Angeles, held at the Royal Palms Hotel. 
Another guest, John Beeler of the 
Southwestern Motor Tariff Bureau, con- 
ducted an open forum on transportation 
problems. The dinner meeting was held 
under the auspices of the motor trans- 
portation and warehouse group, of which 
Ethelyn Hulsey, Pacific Transportation 
& Warehouse Co., is chairman. 

The York, Pa., Traffic Club will hold 
a golf outing September 20 at the Coun- 
try Club of York. The club’s meeting 
on October 11 will be past presidents’ 
night. 


Wallace W. Oles, president of the Oles 
Envelope Corporation, will speak on 
“Our Women in Victory” at the Septem- 
ber 12 meeting of the Women’s Traffic 
& Transportation Club of Baltimore in 
the Park Plaza Hotel. Mrs. Eileen M. 
Boswell, club president, has announced 
the committee chairmen for the coming 
year, as follows: education, Rae A. 
Simons, Nelson Co.; entertainment and 
recreation, Margaret E. Widerman, 
York-Buffalo Motor Express; finance, 
Ethel M. Stewart, M. Shaivitz & Sons; 
house, Margaret E. Lavin, Security 
Storage Co.; inspection trips and tours, 
Emma H. Reese, Baltimore Transit Co.; 
membership, Estelle DeMoss, Westing- 
house Electric & Manufacturing Co.; 
personnel and attendance, Florence V. 
Schwarz, Monumental Motor Tours, 
Inc.; publicity, Leila W. Davison, Mary- 
land & Pennsylvania Railroad Co.; 
reception, Maria M. Ricks, Schmidt Bak- 
ing Co.; and historian, Mary C. Gross- 
kopf, Western Maryland Railway Co. 
Mary T. Rogers, Baltimore & Ohio Rail- 
road Co., has been reappointed as editor 
of “Traffic Tips.” 





Lee White of the Detroit News will be 
guest speaker at the tenth anniversary 
meeting of the Women’s Traffic Club 
of Detroit, to be held September 13 at 
the Hotel Statler. The club was founded 
in 1935 by the late Ethel Flomerfelt of 
the Pere Marquette Railroad, with the 
assistance of Sarah Seamer, Universal 
Carloading & Distributing Co., New 
York, and is a member of the Associated 
Traffic Clubs of America. 


The Traffic Club of Denver, through 
its educational committee, has arranged 
with the Emily Griffith Opportunity 
School to sponsor courses in traffic man- 
agement and transportation problems 
during the coming year. Clyde Lynch, 
chief rate clerk, Union Pacific, will be 
the instructor in fundamental and ad- 
vanced principles. John S. Jarrett, head 
division clerk, Rio Grande Railroad, will 





instruct the class in transportation prob- 
lems for carrier and shipping personnel. 
A new class will be launched this year, 
to embrace the laws, practice and pro- 
cedure before the Commission. Walter 
C. Crew, traffic manager, Denver Union 
Stock Yards Co., will be the instructor. 
The club will launch its bowling season 
September 21 at the Recreation Alleys. 





The Greater Muskegon Traffic Club of 
Muskegon, Mich., will hold its annual 
golf outing September 12 at the Spring 
Lake Country Club. 

The Miami Valley Traffic Club of 
Dayton, O., will hold its annual golf out- 
ing September 13 at the Walnut Grove 
Country Club. 

The Ky-O-Va Traffic Club, with head- 
quarters in Ashland, Ky., will hold its 
annual golf outing September 18 at the 
Guyan Country Club, Huntington, W. 
Va. Earl D. Kiser, Chesapeake & Ohio 
Railway Co., Huntington, W. Va., is 
chairman of the club’s program commit- 
tee. The club has elected the following 
officers and directors to serve for the 
coming year: President, R. A. Bond, 
Island Creek Coal Co., Huntington, W. 
Va.; vice-president, J. B. Albrink, Cando 
Coal Bureau, Russell, Ky.; secretary- 
treasurer, J. B. Dressel, Chesapeake & 
Ohio Railway, Ashland, Ky.; board of 
directors, transportation: Kermit H. 
Frecka, manager, zone bureau, Norfolk 
& Western Railway, Portsmouth, O.; 
A. M. Mitchell, president, Warner-Wall 
Transfer Co., Portsmouth; Edgar F. 
Wales, district freight agent, Baltimore 
& Ohio Railroad Co., Huntington, W. 
Va.; H. R. Harris, chief clerk, C. & O., 
Ashland; board of directors, industrial: 
P. H. Banks, traffic manager, Ashland 
Oil & Refining Co., Ashland, Ky.; C. P. 
Shaw, vice-president, Superior Cement 
Corporation, Portsmouth, O.; and J. E. 
Vetter, traffic manager, Superior Ce- 
ment Corporation, Portsmouth. 


Joseph Robertson, president of High- 
way ‘Transport, Inc., is chairman of 
“motor transport night” to be held Sep- 
tember 11 by the Pacific Traffic Asso- 
ciation at the Palace Hotel, San Fran- 
cisco. The association will launch its 
bowling season September 14 at the 
Bagdad Lanes. The annual golf tourna- 
ment of the association will be held 
September 28 at the California Golf 
& Country Club. 





The Junior Traffic Club of Metro- 
politan St. Louis was scheduled to hold 
a golf outing September 9 at the Forest 
Park Golf Course. Walter Shannon 
scout for the St. Louis Cardinals, spoke 
on baseball at the September 5 meeting 
of the club held at the DeSoto Hotel. 





The Fort Wayne, Ind., Transportation 
Club will ‘hold its fall golf outing Sep- 
tember 13 at the South Shore Inn, Lake 
Wawasee, Ind. The board of governors 
at its meeting July 25 approved the fol- 
lowing chairmen for the coming year: 
General chairman, K. W. Jackson; ban- 
quet, J. F. Hammen; entertainment, 
Tom Sayles; membership, L. F. Huber; 
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educational, William Gingher; reception, 
Jack Curtin; prize, R. B. Harlan; sports, 
Harry Bushong; and auditing, L. Eb- 
bing. President James Shollenberger has 
re-appointed Carl Bartels as secretary 
and E. M. Berg as editor of the “Traf- 
fic Lite.” 

The Traffic Club of St. Louis will re- 
sume its traffic and rate classes at 
Soldan High School, October 2. 

The Traffic Club of Baltimore will 
open its fall activities with a luncheon 
September 11 at the Lord Baltimore 
Hotel, at which two reels of rare war 
pictures will be shown by the Army’s 
public relations section. 

The Women’s Traffic Club of Reading, 
Pa., held a clambake August 23 at the 
Keystone Country Club. Mrs. Katherine 
L. Wolff, traffic manager, Bowers Bat- 
tery & Spark Plug Co., and club presi- 
dent, was in charge of the event. 





The Traffic Club of Minneapolis will 
resume its regular Thursday luncheons 
September 27 with a club day at the 
Nicollet Hotel. The club will hold its 
final golf tournament September 10 at 
the Midland Hills Golf Club. 





The Women’s Traffic Club of Pitts- 
burgh will formally install the following 
officers at a dinner in the Roosevelt 
Hotel on September 18: President, Marie 
Driscoll Diettinger, Long Transporta- 
tion Co.; first vice-president, Margaret 
Mack, Gerrard Co.; second vice-presi- 
dent, Marion Brunton, International 
Freight Forwarding Co.; recording sec- 
retary, Anne Barnishan, Railway Ex- 
press Agency; corresponding secretary, 
Anne McCarthy, Pittsburgh & Lake Erie 
Railroad Co.; financial secretary, Ruth 
Gerlack, H. J. Heinz Co.; treasurer, 
Helen Hotz, Toledo, Peoria & Western 
Railroad Co. 


The Traffic Club of Newark, N. J., at 
its meeting September 10 in the Robert 
Treat Hotel will hear the report of its 
nominating committee. The club plans 
to give a condensed course designed to 
bring returning veterans up-to-date on 
domestic traffic matters. 





The Raritan Traffic Club of New 
Brunswick, N. J., will elect officers at its 
meeting September 11 at the Roger 
Smith Hotel. 





The Women’s Traffic Club of Phila- 
delphia has elected as its president Mrs. 
Florence Juhlman, Esterbrook Pen Co. 
Other officers elected are: First vice- 
president, Margaret E. Cameron, Balti- 
more & Ohio Railroad Co.; second vice- 
president, Mrs. Marie S. Mileham, 
Chesapeake & Ohio Railway; treasurer, 
Rose G. Klar, Eagle Trucking Co.; re- 
cording secretary, Genevieve A. Knox, 
Andale Co.; corresponding secretary, 
Frances Snyder, Pennsylvania Railroad; 
.directors: Helen L. Mayer, Rohm & 
Haas Co.; Marie M. Neason, Pennsly- 
vania Railroad; chairman of the board, 
Marian K. Hansen, Peter Paul, Inc.; 
committee chairmen: Welfare, Sara B. 
Hutchinson, Smith, Klien & French; 
speaker, Mrs. Lillian A. Gentzsch, In- 
ternational Forwarding; publicity, Anne 
F. Burns, Missouri Pacific Lines. Ruth- 
ann Powell, Phoenix Iron Co., will be 
editor of “Traffic Dame.” Ralph W. 
Starkey, director, cargo sales, Pennsyl- 
vania Central Air Lines Corporation, 
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will speak on “Carriage of Property by 
Air” at the September 11 meeting of 
the club to be held at the Women’s City 
Club. 





Allen Dean, manager, transportation 
bureau, Detroit Board of Commerce, 
will be guest speaker at the “aviation 
night” meeting of the Grand Rapids, 
Mich., Transportation Club, to be held 
September 20 at Park Congregational 
church. 


The Junior Traffic Club. of Chicago 
launched its 1945-1946 educational ac- 
tivities at a meeting at the Palmer 
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House, September 6. Louis C. Williams, 
Erie Railroad, chairman of the educa- 
tional committee, introduced a number 
of speakers who dwelt briefly on the 
program. They included Andre Mouton, 
Port of New Orleans; O. G. Davis, 
Buick Company; R. L. Milbourne, New 
York Central, and Robert J. Bayer, the 
Traffic World. The club’s courses in- 
clude Spanish, beginners’ public speak- 
ing, a toastmasters’ forum, and its usual 
series of monthly “traffic talks.’’ In ad- 
dition, the club has made arrangements 
for the enrollment of students, at dis- 
counts below the regular tuition fees, 
at the College of Advanced Traffic, the 
Freight Traffic Institute and the La 






Salle Extension University. Motion pic- 
tures of professional football games 
were shown at the meeting. Thomas 3. 
Dowd, United Air Lines, professional 
football referee and former professional 
and college football player, spoke of 
some of his past experiences with and 
in the game. 





Trevor Cushman, New Haven and 
Bridegport representative of American 
Airlines, will speak on “Air Freight” at 
the September 10 meeting of the Traffic 
Club of New Haven, Conn., Chamber of 
Commerce, at the Hotel Taft. The club 
opened its bowling season September 5 
at the Elk’s Alleys. 










































CHICAGO SHIPPERS’ COUNCIL 

The shippers’ council of the Chicago Association of Com- 
merce, at its first meeting of the 1945-1946 season September 6, 
voted to take no action on proposals by the eastern and West- 
ern Trunk Line railroads to establish alternate rates under 
varying class minimum weights. There was discussion on the 
subject but it was apparent that the views of those present 
varied widely. 

The council reaffirmed its earlier positions in favor of the 
principles of the Bulwinkle bill, H. R. 4536, and the bills in- 
tended to limit the terms for the collection of overcharges to 
three years, S. 356 and S. 432. As to the former, it was voted 
to have the council appear at the committee hearings, set for 
Washington, October 16. 

Representations of the council in opposition to a number of 
proposals before the central committee of the Central States 
Motor Freight Bureau, at Chicago, September 11, were voted. 
These included a proposal to establish eharges for truck deten- 
tion on loading and unloading; to forbid qualifications on bills 
of lading, and to amend the minimum rule in Central States 
tariffs to require the payment of weight deficiencies at the level 
of the highest rated article in mixed carloads, rather than at the 
level of the lowest rated article as at present. 

The council voted to establish a committee on transporta- 
tion study to cooperate with congressional committees estab- 
lished to make such studies. 


MISSOURI-KANSAS SHIPPERS BOARD 


The Trans-Missouri-Kansas Shippers Board will hold its 
seventy-second regular meeting September 19, at the Hotel 
Jefferson, St. Louis, Mo. 

E. F. Ledwidge, general chairman, and general traffic man- 
ager of the Granite City Steel Co., will deliver the opening re- 
marks. General secretary E. J. Ehlers, traffic manager, Quaker 
Oats Co., will report for the executive committee. Following 
the forecast of carloading and reports of commodity commit- 
tees, A. M. Ball, superintendent, transportation, St. Louis-San 
Francisco Railway, will report for the railroad contact com- 
mittee. Carl Giessow, traffic director, St. Louis Chamber of 
Commerce, will report on conferences of the National Associa- 
tion of Shippers Advisory Boards with the Office of Defense 
Transportation and the Commission. C. F. Real, traffic commis- 
sioner, Topeka Traffic Association, will report on activities of 
car efficiency committees. R. E. Clark, manager, car service 
division, Association of American Railroads, will report on na- 
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tional transportation conditions. The report of the merchandise 
committee will be given by J. H. Tedrow, transportation com- 
mission, Kansas City Chamber of Commerce. L. F. Orr, general 
traffic manager, Pet Milk Co., will report for the legislative 
committee. The report of the district manager will be given by 
H. H. Albers, car service division, A. A. R. 

i P. Curran, president of the Traffic Club of St. Louis, will 
preside at the joint luncheon in the Hotel Jefferson, St. Louis, 
September 19, sponsored by the Trans-Missouri-Kansas Shippers 
Board, the St. Louis Chamber of Cammerce, and the Traffic 
Club of St. Louis. F. G. Gurley, president, Atchison, Topeka & 
Santa Fe Railway, will be guest speaker. 

An executive committee meeting of the board will be held 
September 18, as will a railroad contact committee meeting. A 
joint luncheon of the two cOmmittees ‘will be held in the Hotel 
Jefferson. 





I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


William H. Brown, Jr., Casper, Wyo.; 
Tenn.; Carl E. Frankhauser, New Orleans, La.; Frank Funkhouser, 
Spokane, Wash.; Porter C. Greenwood, Knoxville, Tenn.; Harold F. 
Hanson, Chicago, Ill.; Austin L. Hatchell, Austin, Texas; Edward J. 
Kenn, New York, N. Y.; Stephen W. Langmade, Phoenix, Ariz.; William 
Gordon Murphy, New York, N. Y.; Nicholas M. Selinka, New York, N. 
Y., and Perry W. Turner, Birmingham, Ala. 


Henry H. Clark, Chattanooga, 


ATLANTIC STATES BOARD MEETING 


The Sixty-Seventh regular meeting of the Atlantic States 
Shippers Advisory Board will be held October 4, at the Biltmore 
in New York City. On October 3, committees of the shipper 
organization will convene at the same hotel. 


A. A. R. AUTO-LOADING PAMPHLET 

The freight loading and container section, Association of 
American Railroads, Chicago, has issued its revised pamphlet 
No. 1, entitled ‘Methods for Loading, Bracing and Blocking 
Automobiles, Trucks and Trailers in Closed Cars.’’ The 32-page 
illustrated pamphlet includes sections on unloading practices 
and the preparation of exception reports. The revised pamphlet 
includes material originally intended for inclusion in proposed 
pamphlet No. 2, which will not be issued. Copies of the pam- 
phlet may be obtained from the secretary, freight loading and 
container section, Chicago. 


The Weekly TRAFFIC BULLETIN 


gives you prompt, complete, and accurate information on 
both freight rate and classification changes. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their hearing bulletins and dispo- 
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B pic NEW COMPLAINTS FILED 

ames No. 29244, Sub. 1, Jasper Stone Co., Bath, Pa., vs. C. B. & Q. et al. 

1as B. Rates on one car of stone grinding blocks shipped Aug. 13, 1943, 

sion il from Jasper, Minn., to Burnsville, N. C., and one carload of stone, 

Sional described ‘as paving blocks, shipped Sept. 17, 1943, from Jasper to 

ke of Bath, Pa., in violation of section 1. Asks cease and desist order, 

h and rates, waiver of undercharges, and reparation. (P. R. Wigton, 
1221 Badgerow Bldg., Sioux City 9, Ia.) 

No. 29335, Revised Grain and Products from Oregon, Idaho, and Utah 
Z to Pacific Coast. 

L and Investigation instituted by the Commission, on its own motion, 

erican into the lawfulness of rates and charges applicable to the trans- 

ht” at portation of grain and grain products, to Puget Sound and Colum- 

Traffic bia River ports, and points in California from points on the line 

ber of of the Union Pacific Railroad Co. in Malheur and Harney counties, 

e club in Oregon, and on main and branch lines of that carrier in Idaho 

iber 5 east of Blakes, Ore., and south of and including New Meadows, 
McCall, Hill City, Ketchum, Mackay, Humphrey and Trude, and 
in Utah south to and including Ogden, Salt Lake City, Park City, 

teal Keetley, and Wahsatch, and points in Idaho and Utah on branch 
lines from the main line running from McCammon, Ida., to Ogden, 
andise Utah; also from points in Utah and Idaho on the Utah Idaho Central 

1 com- Railroad Corporation; points in Utah on the Bamberger. Railroad 

eneral Co., and from stations Park City through Salt Lake City to Ogden, 

slative inclusive, on the Denver & Rio Grande Western Railroad Co.; from 
yen b Salt Lake City on the Western Pacific Railroad Co.; and from 
y Ogden on the Southern Pacific Co. The aforementioned railroads and 

: : the Chicago, Milwaukee, St. Paul & Pacific Railroad Co.; Great 

iS, will Northern Railway Co.; Pacific Electric Railway Co.; Spokane, Port- 

Louis, land & Seattle Railway Co.; Sacramento Northern Railway; North- 

Lippers western Pacific Railroad Co., and the Atchison, Topeka & Santa Fe 

Traffic Railway Co., were made respondents. The proceeding was assigned 

eka & for hearing November 12 at the U. S. court rooms, Pocatello, Ida., 
before Commissioner Lee and Examiners Arthur R. Mackley and 

held George J. Hall. 

e ne No. 29370, V. Famularo & Sons, Denver, Colo., et al., vs. Atchison, 

ing. A Topeka & Santa Fe Railway Co. et al. 

. Hotel Allege rate of 159 cents a 100 pounds, carload minimum weight 
24,000 pounds, on pineapples,-in boxes, crates, or loose in bulk, 
when originating in Mexico, for the portion of the transportation 
performed by the defendants from Laredo, Tex., and El Paso, 
Tex., to Denver and Pueblo, Colo., since August, 1943, in violation 

ore the of sections 1, 2, 3, 4, and 6. Ask cease and desist order, rates, DUSTONO—S caves < 
and reparation of $3,500. (James M. Davison, Jr., 210 U. S. 

anooga, National Bank Bldg., Denver 2, Colo.) A GREAT RAILROAD CONNECTING 

<houser, No. 29374, Accounting by the Western Pacific Railroad Co. in Respect BORDER TO BORDERe COAST TO COAST 

‘rola F. of Opening Journal Entries in Connection With Its Reorganization 

ward J. under Section 77 of the Bankruptcy Act, as amended. 

William Investigation instituted by the Commission with a view to deter- 

Zork, N. mining the proper accounting to be performed by the Western 
Pacific in respect of opening journal entries in connection with 
the reorganization of the company under the Commission’s uniform 
system of accounts for steam railways. Hearing assigned Septem- 
ber 24 at Washington, D. C., before Examiner Harvey H. Wilkinson. 

- States No. 29375, Gwinn Milling Co., Columbus, O., vs. Norfolk & Western 

iltmore et al. 

shipper Alleges rates on wheat flour, shipped from plant at transit point, 
Columbus, O., to Appalachia, Va., beginning with 1938, in violation 
of sections 1, 2, and/or 3. Asks order refunding on basis 30 cents 
on cars moving Columbus, Norfolk & Western route with a three- 
year statute of limitations; on cars moving Columbus Chesapeake 

ition of & Ohio route, asks order requiring participants in this route to 

amphlet meet a 30-cent rate applicable via the N. & W. route; and reduction 
locking in rates from Columbus and Washington Court House, O., to Ap- 
32-page palachia, not to exceed the 28-cent rate from Cincinnati; also repa- 

pé g ration. (J. M. Reed, Traffic Manager, Gwinn Milling Co., 1915 E. 

ractices Main St., Columbus, O.) 

amphlet No. 29376, Remington Arms Co., Inc., Wilmington, Del., vs. New York. 

roposed New Haven & Hartford Railroad Co. et al. 

le pam- Alleges rates on numerous shipments of gun wadding felt, shipped 

ing and since August 22, 1943, in violation of section 1. Asks cease and 
desist order, rates, and reparation. (W. H. Atack, 10th and Market 





















Sts., Wilmington 98, Del.) 
No. 29379, Stauffer Chemical Co., New York, N. Y., vs. Atchison, Topeka 
& Santa Fe Railway et al. 

Alleges freight charges on shipments of muriate of potash, in 
carloads, August, 1943, to August, 1945, from Carlsbad, N. M., to 
Chauncey, N. Y., in violation of section 1. Asks cease and desist 
order, rates, and reparation. (S. S. Eisen, 140 Cedar St., New Re 


York 6, N. ¥.) Cwuctdee f ON SHIPMENTS 


TO OR 
FROM MEXICO 
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HYSTER CO.’S NEW UNIT 

The Hyster Co. of Portland, Ore., and Peoria, Ill., has an- 
nounced the production of a new unit, the “hystaway,” a com- 
bination dragline, clamshell and crane unit for tractor mount- 
ing. The unit can be installed on a tractor in tow hours, and 
removed in less than one hour, the company states. According 
to the manufacturers, the unit permits for the first time a work- 
ing combination of bulldozer, dragline, clamshell and crane. 


















GERRARD’S NEW BOX STRAPPING 


A. J. Gerrard & Co., Chicago, are marketing a new box 
trapping bearing the name “Fiber-steel,’’ consisting of a highly 
flexible steel band core sheathed in a tough waterproofed kraft 
paper. It is claimed the strap can be applied directly to enam- 
eled or painted surfaces without danger of marring, and can be 
handled without danger of cut fingers. Full information may 
be obtained from the company. 
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SOLUTION TO 
MATERIALS HANDLING 


CLARK field engineers are 


qualified to survey your materials handling 
problems and recommend solutions. 
The pallet system with Clark Fork Trucks 
pays dividends in time and space savings. 
If you are interested in the most 
modern methods... Write Today. 


erated G@acitlons rc: leugel:: 


BATTLE CREEK, MICHIGAN, U.S.A. 








































































Products of CLARK « TRANSMISSIONS e ELECTRIC STEEL CASTINGS 
AXLES FOR TRUCKS AND BUSES « AXLE HOUSINGS e BLIND RIVETS 
INDUSTRIAL TRUCKS AND TRACTORS ¢ HIGH-SPEED DRILLS AND REAMERS 
METAL SPOKE WHEELS e GEARS AND FORGINGS e RAILWAY TRUCKS 












































































TRAFFIC WORLD 





NOTE—Items in the docket marked with an 
asterisk (*) have been added since the last issu 
of THE TRAFFIC WORLD. New assignments nov 
on the Commission's docket of dates later tha 
herein shown will not bear asterisks when they 
do appear. Current cancellations and postpone- 
ments announced too late to show the change in 
this docket will be noted elsewhere. 


September 10—Cleveland, O.—Hotel Cleveland 
—Jt. Bd. 117: 
MC 66562, Sub. 659— Railway Express 
Agency, Inc., New York, N. Y., certifi- 
cate to extend operations. 

MC 66562 Sub. 661—Railway Express Agency. 
Inc., New York, N. Y., certificate to ex- 
tend operations. 

September 10 — Indianapolis, Ind. —State 
Comm.—Jt. Bd. 72: 

MC 1513, Sub. 12—Great Lakes Greyhound 
Lines. Ine., Indianapolis, Ind., certificate 
tu extend operations. 

MC ic _usy, Sub. 1—Transit Service Co., In- 
diancaipotlis, Ind., certificate. 

Sep’emter 10—-Montgomery, Ala.—U. S. Ct. 
7 ‘ner Yardley: 

MC 10°*'S8, Sub. 1—R. W. Tomlinson & Son, 
Lafayette, Ala., certificate to extend oper- 
ations. 

Septenimmer 10—New Orleans, La.—Hotel Jung 
—Examiner Way: 


V.-s.- 5 ...« Cana: Lines, application. 
Sep.e.nber i10--Ph.iadeipnia, Pa.—U. S. Ct.— 
Jt Bd. 635: 


MC 66.62, Sub. 663 — Railway Express 
Agency Inc., New York, N. Y., certificate 
to extend operations. 

September 10—Scranton, Pa.—Casey Hotei— 
Jt. Bd. 65 and Examiner Cave: 

MC 12310—Thompson Travel Bureau, Scran 
ton, Pa., license. 

MC 105776—T. Prutisto. Jessup, Pa., certifi- 
cate. 

September 10—Washington, D. C.—Examiner 
Carpenter: 

MC 37281, Sub. 2—R. P. Salyards. New 
Market, Va., certificate to extend opera 
lions. 

September 10—Washington, D. C.—Examiner 
Cremins: 

Finance 10714 — Alabama, 

Northern, reorganization. 
September 11—Atianta, Ga.—Atlanta-Biltmore 
Hotel—Examiner Faul: 

28791—-Rates on road aggregates within 
state of Georgia. 

September 11— Detroit, Mich. — Hotel Ft. 
Shelby—Examiner Burge: 

MC 29886, Sub. 15—Dallas & Mavis §For- 
warding Co., Inc., South Bend, Ind. 

ey 11—Fargo, N. D.—U. S. Ct.—ZJt. 


MC 2153, Sub. 7—Midwest Motor Express, 
Inc., Bismarck, N. D., certificate to ex- 
tend operations. 

September 11— Indianapolis, Ind. —State 
Comm.—Jt. Bd. 1: 

MC 105166, Sub. 1—Sumner Chevrolet Co., 

Ine., Princeton, Ind., certificate. 
September 11—Lynchburg, Va.—U. S. Ct.— 
Jt. Bd. 108: 

MC 903 Sub. 17—Falwell Fast Freight, Inc., 
Lynchburg, Va., certificate to extend oper- 
ations. 

September 11—Lynchburg, Va.—U. S. Ct.— 
Jt. Bd. 118: 

MC 903 Sub. 18—Falwell Fast Freight, Inc.. 
Lynchburg, Va., certificate to extend oper- 
ations. 

September 11—Lynchburg, Va.—U. S. Ct.— 
Jt. Bd. 245: 

MC 903 Sub. 19—Falwell Fast Freight, Inc., 
Lynchburg, Va., certificate to extend oper- 
ations. 

September 11—New York, N. Y.—641 Wash- 
ington St.—Examiner Cosby: 

MC 4199, Sub. 6—Vincent Goldere’s Sons, 
Inc., Morristown, N. J., permit to extend 
operations. 

September 11—New York, N. Y.—641 Wash- 
ington St.—Jt. Bd. 305: 

MC 106019 — F. Asmussen, Astoria, Long 
Island, N. Y.. permit. 

—— 11—Pasco, Wash.—City Hall—Jt. 


MC 66562, Sub. 647—Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 

September 11—Providence, R. 1.—Main P. O. 
Bldg.—Jt. Bd. 321: 
MC 106043—L. B. Sunderland, Jr., Hope 
Valley, R. I., certificate. 
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September 8, 1945 


Septenmper 11—Springfield, Mass.—Fed. Bldg. 
—Jt. Bd. 295: 


MC 78451, Sub. 3—Charlie the Mover, 
Springfield, Mass., certificate to extend 
operations. 

— 11—Washington, D. C.—Examiner 
ard: 

MC 63517, Sub. 8—Petroleum Carrier Corp., 
Jacksonville, Fla. 


September 11—Washington, D. C.—Examiner 
Wilkinson: 
Finance 10008—St. Louis-San Francisco Ry., 


reorganization: 
ae a —_— Wyo.—State Comm. 


MC 730, Sub. 17—Pacific Intermountain Ex- 
press Co., Salt Lake City, Utah, certificate 
to extend operations. 

September 12—Chicago, ‘111.—Hotel Morrison, 
— Patterson and Examiner 
oy: 

Ex Parte 104, Part 2—Practices of carriers 
affecting operating revenues or expenses, 
terminal services, Corn Products Refining 

12—Detroit, 
76: 


Co. 
Mich.—Hotel Fort 
Shelby—Jt. Bd. 


September 

MC 2989, Sub. 5—Days Transfer, Inc., Elk- 
hart, Ind., certificate to extend operations. 

MC 72140, Sub. 11—Shippers Dispatch, Inc., 
South Bend, Ind., certificate to extend 
operations. 

MC 46737, Sub. 9—Geo. F. Alger Co., De- 
troit, Mich., certificate to extend opera- 
tions. 

September 12 — Indianapolis, Ind. —State 
Comm.—Jt. Bd. 17: 

MC 105656—Pasquale Trucking Co., Logans- 
port, Ind. 

September 12—New York, N. Y.—641 Wash- 
ington St.—Examiner Cosby 

MC 105996—Peek’s Line, New York, Mm. X., 
certificate. 

September ; no City, Okla.—Skirvin 
Hotel—Jt. 285: 

MC wry ieee .* Williams Tank Lines, 
Enid, Okla. 

September 12 — Portland, Ore. — Multnomah 
Hotel—Jt. Bd. 45: 

MC 105817—Red Star Truck Service, Gol- 
dendale, Wash., certificate. 

September 12—Rawlins, Wyo.—Fed. Bldg.— 
Jt. Bd. SO: 

MC 47188, Sub. 4—Jones Truck Line, Dixon, 
Wyo., certificate to extend operations. 
ee Neb.—District Ct.—Jt. 

MC 105575—B. Pelster, Dalton, Nebr., cer- 
tificate. 

September 12—Washington, D. C.—Examiner 
Brooks. 

1. & S. M-2551—Classification, animal or 
poultry coops. 

September 12—Washington, D. C.—Examiner 
Jordan: 

Finance 15024—Appl. of Moore Central R. 
R. for authority to purchase all properties 
eo of Moore Central Ry., in 

September 13 — Ege. 


Mich. — Hotel Fort 
Shelby—Jt. Bd 


MC 61741, Sub. 11—Great Lakes Greyhound 
Lines, Inc., Detroit, Mich., certificate to 
extend operations. 

September 13— Indianapolis, Ind. —State 
Comm.—Examiner Angle: 

MC 52967, Sub. 1—Newsom Trucking Co., 
Columbus, Ind., permit to extend oper- 
ations. 

September 13 — Indianapolis, Ind.—State 
Comm.—Jt. Bd. 72: 

MC 69901, Sub. 4—Newsom Trucking Co., 
Columbus, Ind., certificate to extend op- 
erations. 

September 13—New York, N. Y.—641 Wash- 
ington St.—Examiner Cosby: 

MC 105934—Monticello-Bronx Express, Mon- 
ticello, N. Y., certificate. 

September 13—Oklahoma City, Okla.—Skirvin 
Hotel—Examiner Borroug the: 

1. & Ss M.2538--Restrictions, Voss Truck 
Lines, Inc. 

i. & S. M-2568—Cancellations, restrictions, 
to and from middlewest. 

a ae, Fla.——U. S. Ct.— 


Bd 

MC 89926, Sub. 5—Florida-Alabama Motor 
Lines, Troy, Ala., certificate to extend 
operations. 

September 13—Poughkeepsie, N. Y.—Federal 
Bldg.—Examiner Cave: 

MC 84580, Sub. 1—Shuttle Bus Line, Lake- 
brace Conn. ., certificate to extend opera- 

ons. 

September 13—Washington, D. C.—Examiner 
Prichard: 

Finance 14979—Appl. of Boston and Maine 
for authority to amend lease under which 
it holds properties of Northern R. R. and 
to acquire properties and franchises of 
Concord & Claremont N. H. R. R. and 
Peterborough and Hillsborough R. R. 

September 14—Albany, N. Y.—Ten Eyck Ho- 
tel—Examiner Cave: 

MC 2756, Sub. 8—John Vogel, Inc., Albany, 
N. =. certificate to extend operations. 
















September 14—Detroit, Mich. — Hotel Fort 
Shelby—Examiner, Parker: 

MC 105760, Sub. 1—Trailer Transport Co., 
ae Mich., certificate to extend opera- 
tions 

September Me oe Mich. — Hotel Fort 
Shelby—Jt. Bd. 76: 

MC 76993, Sub. 11—Express Freight Lines, 
Inc., Milwaukee, Wis., certificate to ex- 
tend operations. 

September 14—Lynchburg, Va.—U. S. Ct.— 
Examiner Riegner: 

MC 106031 Ex—Barker-Jennings Hardware 
Corp., Lynchburg, Va., certificate of ex- 
emption. 

September 14—New York, N. Y.—641 Wash- 
ington St.—Examiner Cosby: 

MC 10412, Sub. 1—Main Coal Service & 
Trucking. Paterson, N. J. 

September 14—Oklahoma City, Okla.—Skirvin 
Hotel—Jt. Bd. 88: 

MC 15674, Sub. 2—Enid Transfer and Stor- 
age Co., Inc., Enid, Okla., certificate to 
extend operations. 

September 14—Oklahoma City, Okla.—Skirvin 
Hotel—Jt. Bd. 16: 

MC °103777, Sub. 1—Pickett & Sons Truck 

Line, Walters, Okla., certificate. 
September 14—Panama City, Fla.—Chamber 
of Commerce—Jt. Bd. 98: 

MC 89177, Sub. 8—Maxwell Truck Lines, 
Tallahassee, Fla. 

September 14—Richmond, Va.—Hotel Rich- 
mond,—Jt. Bd. 68: 

MC 44054, Sub. 1—T. F. Neale, Callao, Va., 

certificate to extend operations. 
September 14—Richmond, Va.—Hotel Rich- 

mond—Jt. Bd. 108: 

MC 59238, Sub. 26—Virginia Stage Lines, 
Inc., Charlottesville, Va., certificate to 
extend operations. 

MC 3257, Sub. 4—Carolina Coach Co., Ra- 
— N. C., certificate to extend opera- 

ons. 
September 14—Washington, D. C.—Examiner 
Fulton: 

MC- F 436—Public Service Interstate Trans- 

portation Co. issuance of securities. 
September 14—Washington, D. C.—Examiner 
Driscoll: 

MC 104809, Sub. 16—S. Milkie, Silver Spring, 
Md., certificate to extend operations. 
September 14—Wenatchee, Wash.—Fed. Bldg. 

Jt. Bd. 80: 

MC 1227, Sub. 1—Chelan Transfer Co., Inc., 
a Wash., certificate to extend oper- 
ations. 

MC 105937—Earl Rash Transfer, Wenatchee, 
Wash., certificate. 

September 15—Panama City, Fla.—Chamber 
of Commerce—Jt. Bd. 99: 
MC 106015—Van Horn Transfer and Storage 
Co., Panama City, Fla., certificate. 
September e+ “oe N. C.— Charlotte 
Hotel—Jt. 2: 
MC 61598, Be <a Mountain Stages, 


Inc., Asheville, N. C., certificate to ex- 


tend operations. 
September 17—Des Moines, la.—U. S. Ct.— 

Examiner Angle: 
MC 105905—H. Seckwon, Afton, Ia., certifi- 


cate. 
September 17—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 


MC 105763—K and J Trucking Co., Leaven- 
worth, Kan., certificate. 
MC 105879—Robert S. Phillips, Jr., General 
Trucking, Leavenworth. Kan., certificate. 
September 18—Albany, N. Y.—Ten Eyck Hotel 
—Examiner Cave: 
MC 1520, Sub. 14—Central Greyhound Lines, 
Inc., Cleveland, O., certificate to extend 


operations. 
MC 66562 Sub. 664—Railway Express 
Agency, Inc., New York, N. Y., certificate 


to extend operations. 
MC 66562, Sub. ae = i Express Agen- 


cy, Inc., New York, +, certificate to 
extend operations. 

September 18—Boston, Mass.—New P. O. 
Bldg.—Examiner Cosby: 


* MC FC-20933 — D. Sicesiansky, 
Gold Line Express, Inc. 
September 18—Columbia, S. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 130: 
MC 86238, Sub. 7—Hagler Truck Co., 
Charleston, S. C. 
say © — Sub. 10—Beard- Laney, Inc., Cam- 


a, 

mo" ‘86238, Sub. 9—Hagler Truck Co., Au- 

gusta, Ga., permit to extend operations. 
September 18—Des Moines, la.—U. S. Ct.— 
Jt. Bd. 54: 

MC 70451, Sub. 42—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., certificate 
to extend ‘operations. 

September 18—Elkins, W. Va.—Fed. Bldg.— 
Jt. Bd. 245: 

MC 59155, Sub. 13—Reynolds Transporta- 
tion Co., Clarksburg, W. Va., certificate 
to extend operations. 

September 18—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 52: 
MC 30605, Sub. 50—Santa Fe Trail Trans- 


purchase, 






647 





portation Co., Wichita, Kan., 
to extend operations. 


September 18—Lansing, Mich.—Olds Hotel— 
Jt. Bd. 28: 


MC 101619, Sub. 3—Hover Trucking Co., 
= es, Mich., certificate to extend opera- 
tions. 
September 18—Lewiston, Ida.—Fed. Bldg.— 
Jt. Bd. 169: 
MC 89153, Sub. 2—Eagle Transfer & Storage 
Ce., Lewiston, Ida., certificate to extend 
operations. 


certificate 
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IN THIS ISSUE 


Operating Rights 


TRUCK OPERATING RIGHTS to and from Northeastern States 
bought-sold-consolidated-leased-coordinated. Northeastern Truck Bu- 
reau, 45 Milk Street, Boston, Mass. Liberty 4444. 
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NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 


P actual tariffs—rail, motor, forwarding, air, express, water—covering 
Pees terme Co. TAC. « < obnivic sic cocaine sewed 643 rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
: : —liberal terms. Enrollments will be limited because of tariff supply. 
ee ee are eee T 
Allied Van Lines, Inc Front cove College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 
PUMARTICAT ATIACR, BNC. ook 0 si dinic o viccc beles dive cers 645 


American Trucking Associations, Inc. ...Back cover 
The Atchison, Topeka and Santa Fe Ry. Co. ....643 


Situations Wanted 


WANTED—Industrial traffic position; 10 years traffic mgr. large 
mfr. firm; 2 years mgr. prominent truck line; 15 years mgr. large for- 


Chesapeake @ Ohio Lines... .. 03.056. ccce see 598 warding company. Box 407, Chicago office Traffic World. 

Chicago Great Western Ry......... LET) pp BRN 5 644 TRAr FIC MANAGER—Over 10 years’ professional experience. All 
Chicago, Milwaukee, St. Paul & Pacific R. R. ..594 phases including rates, claims and export. At present with leading 
Chicago & North Western Ry 645 firm. Wish change for greater responsibilities. Excellent character and 


: : ; appearance. Age 39, married. Box 405, Chicago office Traffic World. 
Clark Tructractor Div., Clark Equipment Co... ..646 


Cleveland, Columbus & Cincinnati Highway, 
Ny asa a ae ore de rtosec es caw tae oes GE ISIE Facing 632 
Cotton Belt Route 
Crooks Terminal Warehouses, Inc..Inside front cover 
ee re Facing 633 


Help Wanted 


WANTED—tTraffic Manager. Must have knowledge of all phases of 
traffic work. Preferably with several years’ experience in motor freight 
transportation. Permanent post-war position. Write Box 318, Owens- 
boro, Kentucky. 


WANTED—Grain Traffic Man, middle west grain milling in transit 


Decatur Cartage a SS a Se in 647 experience preferred. Permanent job with old established company. 
: ra Write giving full particulars of former experience and family status. 

Delta Line Terre. ee er ee ee ee ee 647 Box 406, Chicago office Traffic World. 

mrarves, Corn, ©... ...6c cs ceiese Inside back cover 








SALES MANAGER 
FOR LEADING MIDWESTERN TRUCKING 
COMPANY 


Progressive Transportation Company with headquarters 
in Chicago needs a top-notch sales manager. Must be a 
good salesman, good leader and organizer. Want man who 
is aggressive and knows sales management thoroughly. 
Excellent salary and bonus. Prefer man 30 to 40. Write 
in detail. American Transportation Company, 2500 W. 
Taylor St., Chicago. 


ee eee Pe rer eS eee Peres 620-21 











PRO IIREMN ch it os ke ella Sanat ob 645 
a ye) Or 600 











General American Transportation Corp. ........ 637 
ee, Se Or CO TR. ck 5 aon soc cca cis wer 643 

































mratrigon Motor Freight Co. .............cs cece 643 






meeeshin Motor Express Co. - 2... ccc ccc sceecaes 645 


MaeMeanous 4 St. Lewis RY... ocscis ccs sieeceiss 641 
Mitesouri PRCHIC LANES «oo... bce ec ceescwceces 597 





For Sale 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 
80—Hopper, Side-Discharge, 50-Ton z 
20—Refrigerator, 40-Ft., 40-Ton ’ 
10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 
3—Dump, Magor. 30-Yd. 50-Ton; lift doors 





INQUEORE Ge WUCBRET FRY. once isi ciscccdasuaesiews 595 


Peoria Ge PERM Union Ty. i. ocisiaicsccasccecesed 640 
Pope & Talbot, Inc., McCormick Steamship Div..641 


Me RN asia nS is moore ns d edie veov'eier ae 641 


TE nr 641 













1—Dump, Clark Automatic, 30-Yd., 50-Ton; drop doors 
EN, BTR GE ack vnccesccscseaciascssesnones 643 4—Dump, K & J Automatic Lift-Door, 37-Yd.,, 50-Ton 
RUNNIN oor. ca oins wsaveudlayaiens.eidis Wises Siaywoivers 593 10—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 


25—Tank, 8000-Gallon, 40-Ton Trucks 
50—Tank, 10,000-Gallon, 50-Ton Trucks 
15—Gondolas, 38 ft., 50-Ton, all-steel, 4’ 4’’ high in size 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 










United Autographic Register Co. .............. 596 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING containing IRON or STEEL"’ 


i A Cmca mS 














This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No ailowances will be made for any errors or omissions. 
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How the Duryea Cushion 


Our Army’s bazooka is the equal, in fire power, of a heavy field Underframe Contributes to Victory 





piece—yet it can be safely fired from a soldier’s shoulder. Most PROTECTS car and lading, prolongs 
of the force of the recoil is traveled back through the barrel car life, cuts damage claims. 
and out of its open breech—only a comparatively slight jar is PERMITS higher handling speeds. 


felt by th holding th . 
? ae ae eee Te ELIMINATES gear replacements main- 


MOVEMENT CUSHIONS THE SHOCK ! taining efficiency for life of car. 


“ie ‘ : SAVES TIME loading and unloading. 
The same principle, in the Duryea Cushion Underframe Needs less packing and bracing. 


usually spent for 


: , , maintenance on every part of car. 
The Duryea floating center sill travels every impact ile 





the entire length of the car, absorbing the shock in COMPLEMENTS air brake; Duryea cars 

powerful steel cushion springs. Car and lading ride withstand abrupt stops. 

over the blow. CUTS SLACK to pre-determined ideal. 
0 C DURYEA CORPORATION COSTS NO MORE than conventicnal 


type, for average Duryea gear. 
y! 30 Rockefeller Plaza, NewYork 20,N.Y. - 1355S. LaSalle St., Chicago 3, Ill. 


725 Fifteenth Street, N. W., Washington 5, D. C. Here’s what actually happens 


. . . When two stationary freight cars 
receive the same impact, equivalent to 
a 50-ton car, loaded to capacity, coupling 
at a speed of 4 m.p.h.: CONVENTIONAL 
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CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 

DURYEA CAR (B): Shock absorbed 
by cushion gears, car and lading are 
comparatively undisturbed, 


IT PAYS 3 WAYS TO 


SHIP BY TRUCK! 


TRUCKS 
GIVE YOU SPEED, SAFETY, 
CONVENIENCE NO OTHER 
TRANSPORTATION CAN MATCH! 
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